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et Kashmir?
Murree?
Dalhousie ?
Kulu?

These beautiful resorts are served by the

NORTH-WESTERN RAILWAY.

Facilities available for through booking from all
important stations on the N. W. Railway on Rail-cum-
Road return tickets to the above places and from certain
stations on the E.I., G.I.P, B.B. & C.I. and B. & N. W,
Railways to Kashmir.

For pamphlet giving full particulars apply to:

HEADQUARTERS OFFICE,
N. W. RAILWAY,
LAHORE Agent,
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The ‘ National” sold its first policy some thirty-
one ycars back. Since then it has issued more than
1,25,000 policies. TIts policy-holders have never had
cause to regret their decision. They and their beneficia-
ries have so far received from this time-tried institution
sums aggregating more than Rs. 1,75,00,000 by way of
claims. This apparently simple fact speaks volumes for

its claims-paying capacity.

The agents who originally sold these policies have
done yeoman’s service to the cause of Life Assurance in
this country. You can also do the same. There is any
amount of scope for young men with ability and initi-
ative in the “ National” organisation to-day. You will
meet with the minimum of ‘ Sales resistance” because
as a result of 31 years’ patient, sympathetic and above
all-resourceful management, the * National” has built
up an enviable reputation amongst those who buy

insurance and those who sell it.

Write to us for an agency to-day; it will provide

you with full fifty two weeks' employment.

National Insurance Co., Ltd.,
7, Council House Street, Calcutta.

Phone Cal; 5726, 5727 and 5728.
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EAST INDIAN RAILWAY.

SERVICE!

i Fast Express Goods Service—
Daily from HOWRAH to GHAZIABAD for

DELHI with Auxiliary Service between
MOGHAL SARAI and SAHARANPUR.

i Express Refrigerated Parcels Service—
Every TUESDAY and FRIDAY from HOWRAH
to DELHIL

i Accelerated Express Service—
Daily between DELHI and DEHRA DUN. Carries
also Fresh Fruits from DEHRA DUN, HARRA-
WALA and DOIWALA to DELHI and vice versa.

df Street Delivery Service—
For Parcels, Luggage and Fresh Produce at annas
four per maund from Howrah Station to your
residence in Calcutta.

ff Our City Booking Offices—
Issue all classes of passenger tickets, funish infor-
mation to intending travellers, reserve berths and
compartments and accept luggage and parcels for
despatch to all stations on the [East Indian Railway.

Hours of Business:
From 9 A.M. to 6 p.M.

Calcutta City Booking Offices

15, BENTINCK STREET. 6, FAIRLIE PLACE.
139-3, Russa Roab. 116-1, HARRISON RoAD,
ArMY & Navy Stores, Ltn.  Karnant BuirLpings, Free

DiaMmonp Har- ScHooL SrT.
, KippERPORE,  82-2, CORNWALLIS STREET.
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THIE WEDGWOOD COMMITTELR RISPORT.

The Wedgwood Comanitice Report ts a wery valiable doci-
ment, which all interested in the day-to-day administration of o
rallway should read and digest ; but the general student has neither
the time nor the paticnee to go laboriously over coery inch of the
ground covered by it burdened as it is by ¢ mass of statistical de-
tail. Hin, Professor Natesan has placed wunder a decp obligation by
classifving the diverse recommendations made in the Report and
adding to them his own comumentary, the product of wise rimi-
nation of expericnce accumulated over a strctch of vears.  The
Report has been considered anti-national at scvcral points and it
is noteworthy that Prof. Natesan has resisted the temptation to
see ‘red and preserved a sanity of outlook on all the major pro-
blems tackled in it.—1<d. Note.

I

It will he no exaggeration to state that the constitution of the
Indian Railway Enquiry Committee in October 11930 aroused an
amount of public interest almost as great as that of the ast India
Railway Committee of 1920. The fundamental issue on which
judgment was pronounced by the Acworth Connnittee was that
of State wersus Company  management—a question on  which
public opinion had become extremely vocal and the interest evoked,
therefore, justified.  The passage of seventeen years with increas-
ed opportunities of discussion of railway matters atforded by the
presentation of the Railway Budget, the right of interpellations
and resolutions in the Central Legislature, has increased consi-
derably the public interest in the administration, finances and
management of the Indian railways to an extent not experienced
before.  The railway situation as it looked in 1936 proved parti-
cularly gloomy and demanded imperative action.  The railways,
which, under the Separation Convention, were obliged to pay a
contribution to the General Revenues, found, with the beginning
of the depression, <o great a shrinkage in the Gross Receipts that
the Net Receipts were far short even of the anount l‘g';‘luirc(l for
the full payment of the interest charees.  The coomoamics aned 1o
trenchments cffected on such of the ]'L'\"l!‘i!‘.l(‘.‘;‘(’\{'\‘v;.‘".}\ i he

9
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Railway Retrenchment Sub-Committee in 1931 as were adopted
were not sufficient to expand Net Revenue to an extent adequate
for meeting the interest obligations. The Retrenchment Sub-
Committee wanted an expert committee to be constituted to go
into the problem of the technical aspects of railway working as
these matters were obviously outside their capacity to probe.
Within another two years the Government of India obtained the
services of Mr. F. A. Pope and the two extended sittings of that
Committee and the savings promised by the Economy Organisa-
tions on the different railways to be realised at some future date
could not obviously impart any improvement in the immediate
financial outlook. In view of the uncertainties of railway finance
and of the financial needs of the provinces, Sir Otto Niemeyer
considered that “both the early establishment of effective co-ordi-
nation between the various modes of transport and a thorough-
going overhaul of railway expenditure in itself are vital elements
in the whole Provincial problem.” In 1936 the Public Accounts
Committee were not satisfied with the efforts of the railways and
urged that Government obtain:

“the services of an acknowledged expert in railway management to

conduct an examina.tlon of the whole field and recommend steps which
will secure definite (i.e., other than mere hopes of increased revenues due to
im.prov'ing trade) improvement in the railway finance to the extent of some-
thn.xg like .three crores a year immediately and ultimately to such magnitude
as is required to maintain full solvency on a strict accounting basis.”
To avoid misconception it was also added that the terms of refer-
ence should exclude the possibility of securing this end by a mere
transfer of liabilities to general revenues. The appointment of
the Committee with Sir Ralph L. Wedgwood, Chief General
Manager of the London and North Eastern Railway; Mr. W. A.
Stainer, Chief Mechanical Engineer, L. M. and S. Railway and
Mr. E. H. Cheadle, Chief Traffic Manager, South African Rail-
ways, was announced in October and the Committee started their
enquiry on December 1. The Committee left India on Febru-
ary 20. The Report was published on June 28 of this year.

Many interests were concerned in the rehabilitation of Raii-
way Finance. The Central Government were directly interested
in improving the finances of the railways as such improvement
wouldfredound to the benefit of their own revenues by the pros-
Ié;ﬁ:lt go v:;:-1nearly resumption of the Contributions. The Provin-

ments were affected as, according to the Niemeyer
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formula, additional financial resources were contingent on the
increased resources of the Government of India. The Road
Transport undertakings were anxious to know how they would
stand in the scheme which was to be evolved by the Committee.
The businessmen have been looking forward to an adjustment of
the rates system and to the possibility of a more favourable read-
justment of the rates practice to suit their own requirement. Judg-
ing from the diversity of the interests affected, it is not surprising
that the Report should have obtained extensive notice and com-
ment. The Report continued to be “news” for several weeks
following the publication in the daily and the periodical press.

The Report of the Railway Iinquiry Committee examines
almost every phase of railway working. Their conclusions refer
to both fundamental problems of railway finance and the ques-
tions of moment needing attention and correction. There are
fourteen chapters in addition to the introductory chapter and the
concluding chapter containing the summary of conclusions and
recommendations. For purposes of our present review we may
more conveniently discuss the conclusions of the Comimittee under
two heads: the General and the Technical.

The general recommendations of the report have attracted
most attention from the public, the press and the legislature. The
Report starts with a financial survey of railway working from 1924
to 1936, and it is found that:

“both in the period of acute depression and the years of partial recovery
succeeding it, the railways of India showed more favourable results than
the railways of other countries which passed through similar crises such
as Great Britain and the United States of America.”

The Committee compared the Net Revenue position, the cost of
staff and the level of freight rates on the Indian railways with
those on the British and the American railways and concluded
that the Indian railways emerged all better for the comparison.
In their attempt to secure improved Net Receipts the Committee
place less emphasis on further retrenchments and economies than
on measures for securing additional revenues. They do not ex-
pect any spectacular improvement during the next trade cycle on
account of the fact that the present upturn in business is somewhat
artificial and to that extent precarious, and the railways have to
shoulder, such additional burdens as the effects of the last capitul
programme and of the road competition which 1 likely to fnerease,
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The Committee are, therefore, unable to point to any economies
of first class magnitude at present realisable.

Examining in greater detail the charges to be met by railway
Net Revenues, the Committee state definitely that the present
rates of contribution to the Depreciation Fund are not high or
unduly generous and deprecate any 1de.a.of lowering them. In
view of the obvious necessity for providing for betterments and
for a sufficient margin for writing down the_ cost of assets
acquired at a time of enhanced prices “the margin betwee;n con-
tributions and outgoings 1s narrow am_i should not be ar.b1trar1ly
reduced.” They recommend that it is .essentlal to build up a
general reserve fund with a maximum limit of .Rs. 50 crores which
would serve as “an equalisation fund to which appropriations
would be made in good years and from which withdrawals could,
if necessary, be made in bad years when interest charges were not
fully earned. The fund would also serve, as might be necessary,
for amortization purposes and the whole of any balance in excess
of Rs. 50 crores would be available for this purpose.” There are
also other elements in the capital account such as the 20 crores
‘debited to Capital instead of to Depreciation or revenue under the
depreciation fund rules which also have to be written off. In
arguing for the constitution of the Reserve Fund the Report
points out:

“the financial position of the railways is thoroughly unsound when the

depreciation fund has to be raided to pay interest charges. Bad years are
certain to recur in the future as in the past. During the recent series of
bad years it was found possible to maintain the full payment of interest
charges only by drawing nearly 50 crores from the funds. The general
railway reserve fund was depleted within three years and the depreciation
fund was reduced to one-fourth of its original figure before the economies
were effected and the return of better trade saved the situation.”
It will be noticed that the Committee have adopted a really conser-
vative attitude regarding the provision for Depreciation. Their
attitude towards the resolution announced during the last budget
session to write off the liabilities on account of the suspended
contributions and temporary loans from the Depreciation Fund
is not naturally by any means favourable in respect of the second
half of the proposal.

The provision for depreciation and the necessity to build up
the reserve fund make so heavy a demand on any surplus revenue

that n_light be earned that the Committee frankly recogmise that
there is no:
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“prospect consistent with sound management of balances accruing which
could be used in relief of general taxation. It would, in our opinion, be
unsound to assume for such relief at the expense of the depreciation fund
or of the general reserve fund having regard for the purpose for which these
are urgently required. On the other hand the existence of these funds wil)
afford the best insurance that is possible against default by the railways in
the payment of their interest charges. .. .. ... These circumstances should be
recognised and the railways, while they could be expected to maintain full
solvency, could not be regarded as a possible source from which contribu-
tions to the general revenues might be derived.”

This particular conclusion of the Committee has come in for the
great deal of criticism.  When hopes have been fostered on the
hasis of surplus railway revenues, the interests which stood to
benefit from such resources would naturally be disappointed. But
it should be recognised that the Committee have heen logical and
consistent in their reasoning.  Despite the objections raised
against their proposal, the fact remains that if the integrity of the
Depreciation Fund—not to speak of the payment of the suspended
contributions—is to be maintained there would be no balance
available for the use either of the Central Governments or the Pro-
vincial Governments at any rate for some years to come. The
choice therefore resolves itself to one of either restoring the
railways reserves or draining the surpluses for purposes entirely
different from the safeguard of railway finance. That no other
alternative is possible is amply borne out by the fact that the
Finance Member has only heen able to suggest a sort of morato-
rium of these labilities in his Resolution hefore the Simla session
of the Legislative Assembly to enable him to secure the contri-
hution to the general revenues.

With regard to the problem of railway amalgamations the
Committee have not been quite as enthusiastic as have been the
earlier authorities who have gone into it. The first sertous pro-
posal was made by the Acworth Committee which was subse-
cuently endorsed by the Inchcape and the Pope Committees. Fx-
perience of railway amalgamations abroad and the possibilities of
reducing expenditure have heen the considerations which have
always attracted the student of Indian railways to advocate the
grouping or amalgamation of railway systems. The Wedgwood
Committee are unwilling to support anv immediate programme of
amalgamation or redistribution of railwayvs on such grounds as
the disadvantages of unwieldy administrations, the need  for
easing the initial burden of the Tederal Railwav Autharity and
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the.ex1stence of six Company-managed railways working under
thf‘,ll' contracts with the Government. The difficulties are cer-
tainly serious enough to justify an attitude of caution, but the
Comm‘.lttee express doubts as regards the record of State manage-
ment since 1924. The Committee observe:

“The history of State management in India is not cncouraging and it
§e_ezps_c1ear that present methods are unsatisfactory. They tend to cramp
initiative, they impose complicated regulations and they involve an immense
amount of routine correspondence. The inspection and supervision which is
thought to be necessary in connection with the collection and expenditure of
publgc money divert the attention of officers from work of greater importance
and impose a h.eavy burden upon the finances of the railways. Judging from
the considerations and contentions which have been put before us it does
not appear possible in the main to avoid these disadvantages under any

system of State management as at pres . .o ;
ent un
support.” P derstood in India in their

aTr?de V(v:é);rll(rjmttee. indicate their preference for private enterprise
alternative co;l\tmue the Company-managed railways as a better
policy befo.re 19t4§ny (Ia.te they_ would not advocate a change of
as they expire, su a:st would, in the case of renewal of contracts
One cannot hel %ig) a renewal for as long a period as possible.
recognise, as (Ii)id iﬁfvmg that the Report does not sufficiently
little to choose betwe ° }f\ cworth Committee, that there is very
by the Company-m en the hy!)nd form of organisation presented
private enterpri);e anagec} ra1lway. systems—which are not true
State-managed ra§l at all in the strict sense of the term—and the
is that the public 1 :lv aﬁ’ Sl The dominant fact about the question
operation and thz;t ag ;y or wrongly, would like to extend state
their views must natS t 1e ultimate proprietors of the undertaking
successful cannot mem.:]:1 ly prevail.  Economic policy if it is to be
it must take into a rely rest on the str ength of sound argument:
nature of the case a ount t],‘e public psychology. It is in the
is attainable. We rclgn(llpromlse l?etween what is desired and what
private management ed not go into the problem of State versus
mation. Despite th as 1t 1s only a side issue to that of amalga-
be pointed out that :hreasons advanced by the Committee it must
to the practicabilit e volume of opinion which is convinced as
matione in this o ity a.nd. success of railway grouping and amalga-
in the countr hount;y 1s considerable. The commercial interests
inequality of i’atiave ound in it the only means of mitigating the
The problem of p‘;fts)’st.ems which vary from railway to railway.
with much greater ﬂéﬁﬁ'amalgamatlons is, therefore, one beset
ies than are stated in the Report.
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Probably the Committee’s observations on the subject of the
Federal Statutory authority has evoked a greater criticism than
might have been expected. Elsewhere problems of railway
management seldom evoke so much of controversy as the result
of the tacit recognition that the subject of the administration of
transport undertakings is primarily a business concern.  In India,
as referred to earlier, the public have always felt strongly on the
subject. When, the constitution of a Federal Statutory Railway
Authority was proposed, discussed and adopted in the India Bill
and subsequently incorporated in the India Act of 1935, the
subject received the status of one of the most severely debated
questions connected with the Indian constitutional reforms. The
most organised political party in India, as is well known, is wedded
to the principle of opposing the entire Statutory Authority clauses.
It is, therefore, unfortunate that the Committee should have
treaded on very delicate ground which, if not altogether outside
the scope of the terms of reference, liberally interpreted, was
already well on the border lines. Apparently the members of the
Committee had little opportunity during their brief visit of ascer-
taining the public feeling on this matter and their remarks as
regards political and administrative interference and the measures
suggested to ensure the independence of the Railway Authority
from outside influences have not helped to assuage the strong
feeling which had been aroused on the subject.

Before concluding our review of the general recommenda-
tions of the report, we may refer to the observations of the Com-
mittec on the Railway Accounts and Audit Departments. On the
subject of the status of the Railway Accounts Department the
Committee emphasise a point of view which had been considered
over and over again during the past seventeen years and dis-
carded in favour of the present system of maintaining the inde-
pendence of the status of the Chief Accounts Officer. The con-
siderations which have largely influenced the creation of the ex-
isting arrangements are not, as assumed in the Report, merely
a question of administrative organisation of a business undertak-
ing. A State Department which, despite the Separation Convern-
tion and delegation of powers, is weighed down with the consciotis-
ness of ultimate responsibility for the conduct of the largest
undertaking representing a colossal investment by i, is i the
nature of the case aware of the imitations of .‘\"H\'M‘x;mm s
ment, and anxious to provide adequate sareorens® Vo 3
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ful corrective of the profit-earning incentive is, as is well known,
ahsent in a Government Department, and the danger that ex-
penditure without a compelling consciousness of economic justi-
fication may be freely incurred makes Government more circum-
spect. Detailed accounting, elaborate audit, checks and counter
checks appear to be the inevitable concomitants of a government-
operated undertaking. That the policy has been satisfactory is
amply proved by the fact that our Railways have been singularly
free from overcapitalisation which has affected the capital account
of most private owned and operated railways in the world.
Further, it is difficult to see how with the enormous financial stake,
the Government of India could take a detached interest in railway
finance. The Finance Department—the Department interest-
ed in economy—is bound to exert its control, if not directly,
indirectly, to see that Government interests are adequately safe-
guarded. It would argue, as Sir William Meyer did before the
Acworth Committee, that just as the other Departments were
interested in expenditure, there must be one interested in economy.
That department must in the nature of the case he the Accounting
Department whose allegiance to the representative of the Finance
Department, the Financial Commissioner of Railways, would give
it sufficient independence to assert its point of view. In this
principle of making the Chief Accounting Officer of the Railwav
Administration responsible to the Financial Commissioner instead
of the Agent, the opinion of the Central Legislature also con-
curs. Given the interlacing of financial responsibility hetween
the Government of India and the Railways and the support of
public opinion expressed by the Legislature, the existing position
appears to be the only course available.

The Committee’s observations on the present Audit organi-
sation have been considered to he somewhat severe and not alto-
gether justified by the considerations referred to above. The
expensiveness of the Audit Department has been commented up-
on by the Retrenchment Sub-Committee, and the increase of ex-
penditure after the separation of Accounts has heen acknow-
ledged. But the maintenance of Statutory Audit on the present
scale and methods has had the support of the Public Accounts
Committee of the Central Legislature. To the extent that so
elaborate and continuous an audit is considered desirable by that
(;ommittee, the argument against a reduction becomes less effec-
tive. - The present constitutional procedure affords little scope
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for any other agency to pronounce a judgment as to the extent
of audit scrutiny to be enforced on the accounts of railways. The
fact that the older combined system cost the railways much less
is an important argument which is likely to be advanced towards
cffecting a reduction of cost.

I{ the general recommendations of the report have given rise
to great difference of opinion and severe criticism, the technical -
part of the report has commanded support from even those who
have expressed their dissent strongly on the other. In this sec-
tion of the report there is a remarkably able diagnosis of the
working of the different parts of the railway organisation in
their principal task of the supply of transport. The report dis-
cusses in the light of a statistical analysis the record of economy
during the last six years in the various departments and suggests
measures for improvement. As regards the IEngineering Depart-
ment the achievement of an overall reduction of 20 per cent. in
the expenditure is looked upon as very creditable and as an
instance of real economy. The standard of maintenance of
track conforms to a reasonable standard and such measures of
economy in expenditure in the IEngineering Department are sug-
gested as the reduction of maintenance gangs through the substi-
tution of mobile gangs, abolition of fencing except in suburbs
and industrial areas and in the immediate neighbourhood of
important level crossings and reconditioning of fishplates. An
extension of the practice of autogenous welding is recommended
which on foreign railways has already indicated a special field
of economy in the repair of bridges, in reconditioning and build-
ing up permanent way material and in the repair of minor tools
and plant. The signalling systems on our railways are found
to be of a superlatively high degree of quality and cost.  The
signalling adopted in India, the Committee observe, “has heen
more expensive than the circumstances have justified.” As
regards colour light signalling they do not believe that India
offers an extensive field for methods of this kind. They parti-
cularly recommend simpler and cheaper methods on the lines of
the system in use on the South African railways. After a statis-
tical survey of the rolling stock situation the Committee find that
the percentage o.f locomotives gnd ('>f carriages under or awaiting
repair is excessive. A reduction in the percentage will enable
the stock to be reduced and enable repairs to Le ¢

10 .

arried ot e
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economically. The stock of locomotives is excessive and should
be capable of reduction. As they state:

“FEven in the event of substantial increase in traffic we consider it
unlikely that for the present at any rate there will be need to face any con-
siderable programme for the purchase of additional locomotives. New types
will admittedly be required from time to time, even so proposals for the
purchase of additional locomotives should be closely examined and the Rail-
way Board should in particular satisfy themselves that all practical steps
have been taken to make the best use of the existing stock.”

Similar remarks are also offered as regards the stock of carriages.
In the case of wagons also the stock is regarded as high though
not to so marked an extent as with locomotives and carriages.
It is proposed that uneconomic locomotives, carriages and wagons
should be scrapped and should not be replaced so long as the
rolling stock is excessive. The Committee visited all the princi-
pal railway workshops and found that they “are generally of
ample sizes and well equipped” hut:

“the methods of production are not uniformly good. For example,
although the works are suitably equipped for the purpose the out-turn of
rolling §tock undergoing heavy repair occupies too long and in the case of
locomotives tfle out-turn is based on a 30 day schedule which compares un-
favourably with the British standard of a 20 day schedule. The tir;)ne ;)ccu-

pied in heavy repair of carriages and wagons is
cubstantial reduction.” . g s also found to be capable of

Other recqmmendations relate to the amalgamation of shops for
concentration of works in the matter of construction: hut as re-
ga.rds repair and overhaul work they consider it desirable to leave
it in the hands of individual administrations. A greater amount
of free@om for 'the adjustment of the number of staff in accord-
ance V\.’lt.h requirements is considered necessary. As regards
supervision it is found “in many cases defective” particularly
where modern machine tool plant is in service. The Committee’s
rema,rk's as regards the necessity for keeping up the Europeatr
supervisory staff have evoked adverse comment and it has been
felt that the criticism of the Indian supervisory staff is mnot
deserved. .

The conclusions and recommendations as regards the Traffic
Department deserve special notice. Greater efficiency and eco-
nomy, the Report states, could be attained by the acceleration of
passenger trains whose average speed for the long distance ex-
presses is considered low having regard to the wide gauge and
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the relatively easy gradients. It is recommended that “the whole
process of accelerating the passenger time table be taken in hand
on more thorough lines than hitherto with the object of securing
the best possible use of rolling stock as well as providing a better
service to the public.”  Similarly the goods services are also to
be accelerated and relaxation as to maximum load is suggested
to ensurc greater speed of movement. As regards transit of
traffic, 100 miles per day is regarded as a reasonable figure, but
“this is far too low an average; distances from 300 to 360 miles
per day are commonly attained on the 3" 6” gauge in South Africa
over distances comparable with distances in India.” The Indian
railways should maintain in the case of through long distance
traffic an overall speed of not less than 10 miles an hour or 240
miles per day. Other proposals relate to improvement in con-
nections, more rapid turn-round of freight wagons and reduction

of staff at stations.

As regards further possible economies continuation of the
work of the Economy Research Committees is recommended on
such matters as the working out of unit bases for increasing work
done by the permanent way maintenance and station staff, the
examination of all clerical work, more intensive use of rolling
stock, the review of the system of wagon interchange and the
examination of printing costs. Closing of the New York office
of the Central Publicity Bureau is proposed as the expenditure
is not considered justified. More rigorous control is to be exer-
cised as regards future proposals for capital expenditure.

The report offers certain remarks on the proposals relating
to an all round reduction of salaries and wages. The Committee
recognise that a judgment as to the proper standards of compen-
sation in relation to work would demand a separate, detailed and
cven exacting enquiry. An answer to that problem is deemed as
heing outside the terms of their enquiry which is limited to only
the consideration of the desirability of the reimposition of the
emergency measures enforced from December, 1931, onwards up
to 1935. The conclusion, they state, is that whatever might have
heen the argument as to the restoration of the cuts partially in
1933 and fully in April .193'5, the conditions of railway finance
during 1936-37 did not justify a reimposition.  The Committee
also find little justification for a reduction in the salarics of the
gazetted officers.  As regards the application of the new <«cile. o0

pay it is considered inequitable and undesiralic fo ool sl
. R R T R
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immediate effect to the existing staff or on their promotion from
one class to another. The Committee feel that there has bheen
excessive reduction in the a(lministrative. posts which should he
rectified. They also recommend the revival of the appointment
of a Traffic Member of the Railway Board. Some uncertainty is
expressed as to whether the new scak?s of pay were in effect too
low to obtain the right type of recruit and the Committee state

that:

“they have been informed that the new scales have been found to be

definitely too low to attract the ski!led Eur(_)pean staff required in the worl.<-
shops. It is, therefore, doubtful in our view whether the new scales will
prove adequate for the recruitment of FEuropeans for the ga?Etted ranks. ...
... The situation should, therefore, be closely watched fmd if the authorities
find difficulty in securing 2 first class European recruit some steps should

be taken to revise the scales of pay offered.”

Turning to the present methods of purchasing railway stores
the Committee see “no reason to perpetuate a duplicate system
of purchase for the major stores which could be hought in the
cheapest market with a reasonable leaning in favour of the indi-
genous commuodity,” and advocate an extension of the use of the
Indian Stores Department. The function of the Stores Super-
intendent should cease by degrees to that of a purchaser of stores
and should be approximated gradually to that of a store-keeper.
The need for more adequate control of different station stores is
emphasised. Joint Research by the Indian Stores Department
and the Standards Office is recommended.

With the restricted scope for further economy in railway
expenditure the report looks for improvement in the prospects for
increased revenues. Here the railway organisation seems to be
inadequately adapted. The Committee find that the Commercial
Department of the railway administrations is not properly orga-
nised for its tasks. The status of the Chief Commercial Manager
is to be at least equal, if not superior, to that of the head of the
Operating’ Department and the Department under his charge is
to assume responsibility for the rates and fares for traffic deve-
lopment, for research activities, advertising and publicity. The
importance of proper selection and training of staff is emphasised
and the Committee state that “consideration should be given to the
desirability of careful recruitment in Great Britain at least for
some of the higher posts”. “It does not” they add “appear to
us that specialised Indian experience is essential: indeed for the

proper development of the department it is in some respects a dis-
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advantage” a view which is rather surprising and ditferent from
that of the Hammond Report for the Ceylon Railways proposing
the recruitment of the Commercial Manager from amongst the
business circles in Ceylon. The extra expenditure involved in the
strengthening of the Commercial Department-would, it is con-
sidered, be amply justihed.

There is a separate chapter on the subject of rates and fares.
The Committee do not find any justification for a general increase
or a general reduction in the standards of rates and fares. The
possibility of an increase is considered necessary only in a period,
of general prosperity and high prices. But there seems to be
room for minor adjustments such as an increase in the surcharge
on coal. The wisdom of the coal rebate is doubted and the impo-
sition of a countervailing duty on foreign coal is suggested to
meet the competition. On the rates system the Committee
examine in some detail the criticisms advanced by the public.
While the present classifisation is reasonably uniform the appli-
cation of the schedules, they find, reveal considerable differences
on individual administrations. The railways are asked to recog-
nise the force of the charge of needless complexity which are not
altogether unjustified. As regards the demand for continuous
mileage, no wholesale reorganisation is considered desirable and
quotation of station-to-station rates is recommended to meet hard
cases. The complaints about the risk rates—that the difference
is in excess of the actuarial value of the risk involved in the railway
risk rates as compared to the owner's risk rates—are considered
justified and a voluntary adoption of the solution effected by the
British railways is recommended. Better facilities for rate
quotation than are obtainable at present, elimination of delays are
also discussed. The commercial opinion has been insistent as
regards the transformation of the Railway Rates Advisory Com-
mittee into a Rates Tribunal while such a change is not favoured
by the report. A liberalisation of the procedure enabling more
direct resort to the Committee and wider publicity to their proceed-
ings are reconmmended. Referring to the allegation of preferen-
tial treatment of import and export traftic, the Wedgwood Com-
mittee observe that this should have been dealt with by the Rates
Advisory Commiittee which, however, has not come to he rcn'ar(lcd
in the same light as the British Railway Rates 'l‘rihuna]hwhid
would have dealt with a complaint uf that sort,

t
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A detailed examination is made of the subject of road and rail
transport. Starting with the statement that no restriction should
be imposed on road transport which would unfairly hamper 1ts
development the report argues for an immediate reform of the
present inadequate and chaotic conditions. T!le principles of
the regulation of road transport are to be. lagd by‘ the Central
Government and carried out by the Provincial Governments.
The recommendations relate to the regulation of buses and lorries
in the interest of public safety, .the issue of licences in accordance
with public need, the fixing of time tables and fares for passenger

hicles, regional licensing for goods vehicles with a statutory
e for the regulation of goods rates at a future date. Other
provision 01 te to better police control, proper records of road
measures I¢ 2 ity in motor vehicle taxation. As regards the rela-
t{'aFﬁC, umforz?:e);ailways and the road vehicles the Committee do
pioft betweefihe railway proposal that road services be so regulated
not endorsehau not compete with the railways. It is considered
that they sf regret that railways have made no attempt so far to
a mat.t:}r‘ (zhemselves on the road and all railways are asked to
estab. withrleast delay the possibility of engaging in passenger
exa:ln g:-v'ices and place their proposals before the provincial go-
?;:nments, such services rélating to cot_npetitive as well as fec;der
services. Railways shoulc} not engage in competition with freight
road services and the participation of the railways in road trans-

t may either be direct or by obtaining a financial interest in

established services. Failing a mandatory act, the Motor Vehicles
Amendment Bill is to be so amended as to include all the principles
stated in the report and passed immediately.  Certain counter
measures are proposed for the railways to meet competition.
These relate to fast passenger trains, better connections, more
intensive services and improved amenities for the lower class pas-
sengers. The Committee doubt the mechanical efficiency of the
traffic value of small self-propelled units. Deprecating any
wholesale reduction of fares to meet road competition they suggest
local reductions to meet specific cases of diversion or threats of
diversion. As counter measures against road competition for
goods traffic, special attention is drawn to the institution of fast
goods trains, more expeditious handling of goods at sending and
receiving stations, simplification of clerical formalities, develop-
ment of collection and delivery services, introduction of regis-
tered transit service, use of containers and of railway-owned

JUNE, 1937] TIIE WEDGWOOD COMMITTEE REPORT 79

refrigerator trucks. The importance of the Committee have at-
tached to public relations is indicated in the separate chapter they
have devoted to it. After referring to the general unpopularity
of railways in India as elsewhere, the Committee draw attention
to the necessity of improving relations with the public.  The
railways at the present moment

“must be more assiduous in creating popularity than any ordinary
commercial undertaking. .. .. ... Cogency of argument will not help them
unless they are able to command a large mcasure of popularity, or at least
of popular respect.  This they have not got at present and it is not too
much to say that as matters stand they cannot look for a fair hearing in any
quarter outside their own offices.”

For securing improved relations with the press, a Press Liaison
Officer with an adequate staff is proposed with such duties as
maintaining touch with the press both the English and vernacular,
supplying information and articles about railway activities or
railway earnings, prevention of the publication of false or exagge-
rated reports to the detriment of railways by inducing editors to
consult the office before publication, arranging interviews, social
meetings, press trips or functions, etc.  Similarly cordial rela-
tions with papers in the Provincial Governments are to be main-
tained by more frequent touch with the different interests.

It is not possible within the limits of this review to refer to
the observations and recommendations of the Committee on such

"matters as the Railway Board’s statistics, the statistical organisa-

tion, staff discipline and training and other matters relating to the
detailed working of the railway administrations. That the Com-
mittee have accomplished a substantial work is obvious to every
reader of the report. In appraising the value of the report it
should not be forgotten that the members of the Committee were
foreign railway experts and they have had to cover within the
space of about ten weeks a very large ground in examining the
affairs of a transportation system of continental dimensions.
There would necessarily be limitations to the appreciation by a
Committee of foreign experts on certain aspects of the problem.
Their contacts were mostly with the railway administrations
themselves and certain commercial organisations. Largely due
to the circumstances under which they worked and probably to lack
of opportunities to ascertain the general public feeling, certain of
the proposals have aroused great difference of opinion,

The pring
pal advantage to be derived from an enquiry by f
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consists in their detachment, experience of foreign railway working
and the freshness of the point of view they bring to bear on the
study of Indian railway problems. In this respect specially on the
technical parts of the report they have given valuable suggestions.
The real value of an enquiry of this type lies in our securing an
impartial judgment as to the soundness with which our railways
work and the conformity of their practices with the methods
approved as sound and efficient from the point of view of the
experience of the foreign railway systems. It is re-assuring to
know that the Indian railways on the whole disclose as good a
record as any other foreign railway system in the world—perhaps
even better, judged from the low rates and fares and the greater
financial stability during the depression—and that their manage-
ment is generally on efficient lines.

-

L. A. NATEsAN.

OUTSTANDINGS ON THE EAST INDIAN RAILWAY

The idea, at one time, had takenr firm root that the disposal
of disputed station debits called for qualities sui generis, that,
from its very nature, the Accounts Departinent had to adopt an
attitude of hostility towards the station staff and that, therefore,
it was necessary to interpose between the persecutor and the per-
secuted a solid executive wedge as the custodian of the latter’s
interests. It took a good deal of time, tact and persiwasion to
cfface from the mind of the cxccutive this crroncous Lmpression.
The clearaice of outstandings, at all stages, is a normal function
of the Accounts Departinent and the idea of an inherent anti-
pathy between the Accounts Department and the station staff is
wholly illusory. The article printed below gives a brief descrip-
tion, by writers who were dactually connected with the work, of
the variows stages in the transference of the control over ‘out-
standings’ from the Conimercial Scction of the Agent's office to
the Accounts Departiment, until the attainment of the final con-
suntnation, the abolition of @ separate section for the clearance
of disputed debits and the absorption of this work by the Traffic
Accounts Department as a part of its ordinary duties.—Editorial
note.

For all transactions conducted at a station, the Station
Master is required to render a- proper account to the Chief
Accounts Officer, to whoni he should also explain all discrepancies
and deficiencies pointed out in the account rendered. On the
IZ.I.Ry. however, the Chief Commercial Manager at one time
functioned as the arbitrator or intermediary between the station
and the Accounts Department, in clearing outstandings and in
the settlement of disputes arising out of debits. For this pur-
pose, he maintained a separate set of staff, in the headquarters
office, consisting of a Junior Scale Officer, three Supervising
Upper Subordinates, twenty-two Inspectors and fifty-five clerks,
whose duty it was to receive from stations their remarks on the
error sheets issued and pass them on to the Audit Office with
recommendation as to the admissibility  or  otherwise of the
remarks offered.  The cost to the Commeressi R ‘
maintaining this Section was ronghly |

11
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2. Speaking generally, the attitude of this Section, main-
tained by the Commercial Department, was to arbitrate between
stations and the Audit Office in matters pertaining to the clear-
ance of outstandings in general and of debits raised by Audit
in particular.  For this purpose, the Inspectors of this Section
visited every station periodically and undertook to help the
Station Master even in the minor details of his work, such as
in formulating his objections to audit debits, fixing individual
responsibility, in reference to station records, for admitted debits,
enforcing payment by the staff responsible of such debits, etc.,
with the result that stations began to feel that it was not ex-
pected of them to take any action that might lead to clearance of
outstandings if the stations had acted on their own initiative.
In short, the tendency on the part of the Station Master was to
remain inert, after showing the outstanding items in his monthly
outstandings list, just for so long as it took the “Outstandings
Section” of the Commercial Department to settle their cases for
them with the Accounts Department. The Audit Office on'its
part, felt complacent that it had done all it should by point’ing out
defects and irregularities in the accounts and returns furnished
to it, through error sheets issued against stations and no more
bothered itself to know about the subsequent adjustments of its
error sheets except when specially addressed by the “Outstand-
ings Section” in individual cases. It also happened not infre-
quently that the remarks received in the Accounts Office in regard
to error shee.ts issued, though purporting to be from Stftion
Master§ but in reality from Outstanding Inspectors who visited
the stations perhaps for a day or even for a few hours, lacked the
authenticity and lucidity expected from those concer’ned in the
transactions under dispute, which necessitated further references
and verifications by the Accounts Department through its own
Inspectors.

3 The existence of a separate and costly organisation like
this, to function merely as a post office, not a very reliable one
at that, attracted the attention of the Railway Board. At a con-
ference held in their offices at Delhi, in March, 1931, at which the
representatives of the Accounts and Commercial Departments of
this Railway, as also of the Railway Clearing House were pre-
sent, the question was discussed at length and it was unanimously
resolved that the Chief Accounts Officer, E. I. Ry. should take
steps to reduce the cost of the work by no less than 75 per cent.,
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an end, which in the opinion of the Conference, could be achieved
by having the Section immediately transterred to the control of
the Accounts Deptt.

4. With effect from Junc 1, 1931, therefore, the Section
commenced to function under the Chief Accounts Ofhicer, and
existed for some time as a separate unit of the Accounts Depart-
mient as an experimental measure.  In August 1935, the Section
was altogether abolished and the entire staff was rendered surplus.

5. The work of the Scction, after its abolition, was, so far
as it related to dealing with and clearing local debits outstandings,
distributed amongst the several checkers in the Trathe Accounts
Office.  As these checkers were already corresponding with sta-
tions in the course of their preliminary enquiries, prior to issuing
error sheets, the further correspondence in bringing cases to
tinality, after the issue of error sheets, imposed upon them no
appreciable additional work.  The work of dealing with and
clearing debits raised on forcign traffic was similarly asked to be
undertaken by the checkers in the Railway Clearing Accounts
Office, but the Director declined on the plea of insuthciency of
staff. For this work, as also for comparing the successive
months’ outstandings lists received from stations, a staff of six
Inspectors and 18 clerks from amongst those rendered surplus
was retained in the Accounts Othce. The duty of this remnant
of the defunct “Outstandings Section” is to keep in Ledgers a
record of all station outstandings and to communicate the station
vhjections to the Director, Railway Clearing Accounts Office, in
regard to the debits raised by him. It 1s also its function to
keep a general watch over the clearance of the station outstand-
ings by the departments concerned, for example freight outstand-
ing by the C.C.M. and wharfage and demurrage outstandings by
the Divisional Offices.

6. With the disbandment of the “Outstandings Section”,
the duplication of work which the triangular correspondence
necessarily gave rise to, has almost been eliminated, and a more
direct contact has been established between the Accounts Office
and the Stations. The indifference and disinterestedness which
were rampant among the station staft in the matter of outstand-
ings are disappearing though slowly and clearance of outstand-
ings, though it cannot yet be claimed to be satisfactory, is heine
cifected more expeditiously than was possible i he past. .

: The
remnant of the late “Outstandings Scction” retuined
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Accounts Office, has however to continue its separate existence
till such time as the Director, Railway Clearing Accounts Office,
finds it convenient to undertake his portion of the work, and the
stations and other departments concerned realise their obliga-
tions, the former by rigidly observing t.he rules and orders regard-
ing payment of acknowledged debits, shortages in booking,
cashier’s memo., etc., and the latter by promptly sending to sta-
tions their Remission Orders, etc., whenever they waive, to
facilitate deliveries, such charges due as wharfage and demurrage.

E. DEBEAUFORT AND K. SESHACHARI.

TRANSPORT DEVELOPMENTS IN AMERICA.

IL

Among the other principal studies initiated by the Federal
Coordinator’s organisation may be mentioned the Sales Study.
The Section of Transportation Service brought out its report on
Traffic Organisation in which it examined the methods used by the
American railways in promoting, soliciting and selling traffic, the
costs and results thereof, and the character of the personnel.
Detailed comparisons were made with modern sales methods used
by other large industries and lines were indicated whereby through
greater cooperation with each other and further better organi-
sation methods and the selection and training of personnel, the
railway administrations were expected to secure better results at
less expense. The railway traffic department has to meet new
conditions which have arisen and it is in need of a thorough re-
organisation. This, of course, it is recognised, cannot be achieved
overnight and might require years, even 2 generation,
for its accomplishment. But the form it should assume was indi-
cated by the report as follows:—

The present functions should be systematised and committed to a
single agency;

The sales functions should be integrated into a limited number of
canrier groups;

Selling should be planned and directed by the central staff rather
than left to the salesman’s self-activation;

Sales efforts should be generally supplemented by a thorough and
continuous advertising programme;

The employees’ standard should be raised by the use of a modern
personnel programme, and employees and officers should be
constantly informed about the carriers, about their patrons
and particularly the business of the latter, and should be given
technical and professional training and education.

The Section on Terminal Unification undertook an enquiry
into the possibilities of economy through unification of terminal
facilities and operation at places served by two or more railways.
The basic vx.rork invo]v?d was, of course, done largely by the nume-
rous con}mxttees of 1‘a}1\~'a)r officers. 1t was estimated that with-
out detriment to service as much as SO O00 Do i
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be saved by terminal unifications which are physically possible
and that this amount could he materially increased if coordination
of service were extended heyond the terminal districts. There
were obstacles in the way of accomplishing such unifications,
apart from the restrictions on the reductions in railway employ-
ment imposed by the Act, particularly the keen competition of the
railways at the larger points, the fears of individual railways as
to the possible losses of certain strategic advantages over compe-
titors which they now enjoy, including even the goodwill of the
shippers built up over a long period of time, and legal and other
adjustments entailed in the various contracts and arrangements.
But the difficulties are by no means insuperable given time and
negotiations. At three typical places such negotiations have at
the instance of the Coordinator heen undertaken.

Another problem which held out hopes of considerable eco-
nomy was that of the unification of shops which was dealt with
by the Section on Regional Operations.  The Section surveyed
the shop situation in each region in determining the economies
possible through comcentrating work in the better located and
equipped shops and introducing modernised methods. Al avail-
able statistics on the subject of maintenance and of equipment
were analysed and a detailed survey was made of one large rail-
way shop which was considered fairly typical as to the age and
condition of machinery and somewhat ahove average as to gene-
ral arrangement and character of buildings.  Maintenance of
equipment expense on the American railways averages more than
27 per cent. of all operating expenses and offers a most important
held for effecting substantial savings in total operating expenses,
It is interesting to note that the Section found that the existing
railway repair facilities include an unduly high proportion of
obsolete buildings, machinery and accessory equipment: that the
continued use of these obsolete facilities resulted in high costs of
maintaining equipment, not only in respect of work to actual work
performed but also in respect to the quality of the work : that mere
consolidation or joint use of existing major repair shops without
installing new machinery will result in comparatively small sav-
ings; and that savings through the use of modern machinery re-
present only about 20 per cent. of total savings estimated to be
possﬂ)}e through complete modernisation of shops together with
establishment of sound policies in respect to the condition of
equipment and maintenance schedules.
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The Section of Purchases discussed the possibilities of
savings to be obtained by the standardisation and simplification of
railway equipment, materials and supplies. I<iconomies in prices
even greater than those anticipated were disclosed as regards cars,
rails, Tnmber, coal and a few other articles. The six groups of
purchasing officers, regionally organised for the review of pur-
chases together with a National Purchasing Advisory Com-
mittee were, among other things, to combine certain purchases
and secure the henefit of discounts, avoid hurdensome contracts
for the replacement of parts of patented articles and furnish pur-
chasers with advance information of prospective needs enabling
hetter prices to be secured.

A subject closely related is that of the disposal of scrap. A
comprehensive study was instituted on the methods followed by
the railways in the reclamation and sale or other disposal of scrap
material. An increase of 15 per cent. in net realisation from
the sale of scrap alone would amount to more than $4,000,000
annually on the basis of 1933 transactions. After a very care-
ful review of the practices on the individual raillways it was
found that the railways can obtain better prices by a properly
classified scrap to highest quality groups. In the case of Heavy
Melting Steel No. 1, which is ready for the consumer’s use in
most instances, the prices received were found to he so low as to
permit the roads to spend the necessary cost of a complete pre-
paration and still realise a larger net return per ton of scrap. If
that were done the Class I railways which sold 6} million net
tons of 15 different classes of ferrous scrap the railways would
have realised $1-3 millions more and a net increase of over half
a million dollars. Again, it was found that the railways lost
money on scrap equipment sold on wheels. Sale after individual
or joint dismantling would have increased the yield. The in-
vesfigations of the Committee disclose large possibilities of
economy through concentration of sorting and dismantling opera-
tions and from the sale of scrap through group melting. The dif-
ference hetween the prices paid by the consumers and the value
received by the railways amounted on the ferrous scrap sold in
1933 by the Class I railways to $1,600.000.

The Mechanical Advisory Committee which was headed by
an cngineer, not in rai.lway emplovment and selected by the Co-
()1‘<l.inat0r, engaged their attention in determining the tvpe of cars
which seemed to offer most  promise  in the Toht of railway



88 RAILWAY ACCOUNTS AND FINANCE [APRIL TO

experience and present practice and upon which attention can
most readily be concentrated by the railways. The report was
completed at the end of 1935 and has been recently released hy
-the Association of American Railroads. The Report of the
Committee deals with steam motive power, internal combustion
locomotives, railway electrification, freight cars, containers,
various types of rail-highway vehicles, passenger cars, rail-motor
cars and streamlined trains. The problems connected with these
subjects have been discussed exhaustively. In the case
of steam locomotives, the designs for 01 types acquired since
1925 have been reviewed. The economics of locomotive life and
replacement, locomotive characteristics and -a consideration prac-
tically of all of the combining parts of the machine have heen
dealt with in the section of locomotives. The freight car sec-
tions of the report appear to he especially comprehensive, Such
problems as the reduction of tare weight, the methods of the
economic evaluation of light-weight freight car construction
materials and methods of construction, nonharmonic springs,
roller bearings, wheels, brakes, couplers, draft gears and various
special types of cars have all been dealt with in detail, Similarly
the subject of t'he passenger cars and such problems as concern
them such as light-weight coaches, implications of high speeds,

air resistance materials, restrictions, etc., have been examined
no less thoroughly. _

The existence of many thousands of joint roads, methods
of car interchange, loss and damage settlements and numerous
other matters which give occasion for large complicated inter-
railway accounting hetween railways were also investigated by
the Federal Coordinator’s organisation.

We have stated enough to indicate the diversity and the
comprehensiveness of the Federal Coordinator’s investigations.
It is impossible to do justice to the wealth of information or the
ability with which they have heen digested and discussed.

II1.

Apart from these special studies the Federal Coordinator
was also required under the Emergency Act to recommend fur-
ther legislation for the improvement of transportation conditions
generally. The Coordinator transmitted four major reports to
the President and Congress and three minor ones, The first
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report* which was transmitted on January 20, 1934: copsidered
the need for “A radical or major change in the (}rganlsatxoxx, con-
duet and regulation of the railroad in(h@tx‘y which can b.e accom-
plished by federal legislation”. Tt veviewed the prmc1p.al rail-
way ills, the financial situation, management af\d operation and
public regulation. The Federal C 0(»'x'<l_matm' (ll.scussed the ad-
vantages and disadvantages of public owners'h}p and 0[)§rat1()f1
and concluded that public ownership and operation could go flll‘—
ther than any other plan to solve known railway ills but th.at it
would involve serious financial strain to the country under the
conditions then present. The C om'dinatm: was not prcpfwed to
recommend a grand consolidation plan which woul.d reql.ure nc.w
legislation and might precipitate a controversy J.nvolvmg ral.l-
ways, many communities and lalmt'm'. Another disadvantage is
{hat such an attempt at consolidation would have to he f:om.pul—
sory. Discussing the advisability of conz})u]sory consolidations
in the light of the so-called “Prince Plan” Mr. Joseph B. Ifast-
man stated that the economies. by such a plan wpuld not be near!y
as large as claimed and that in other respects 1t would not he in
the public interest. Somewhat more hopeful was the prospect of

the improved coordination plan.
In a further reportt dated February 28, 1934, the Coordina-

tor dealt with two questions:

1. Ts there need for Federal T.egislation to regulate transportation
agencies other than the railroads angl to frame a proper co-
ordination of all means of transport:

2 Ts there need for amendments to Federa! Statt'ltes to improve

. details of the present system of regulating railroads?

After examining the Water. Motor, Air and Pipeline trans-
portation, Mr. Fastman found that since 1920 the transporta-
tion facilities of the country had expar}ded enm:mously. . Ca])ltgl
about equal in importance to the total invested in the ra}lways in
that one year went in onc way or anothe.r into the
progress of other means of transportation and the 1‘a11\Yays then}-
selves increased their own investment nearly J)y one-third.  This
has brought about a hitter struggle for traffic hoth between the
different forms of transportation and within each subdivision of
the group which has further been intensified by the depression,
This situation, he said, “not only imperils the financial stalilits

* Senate Document, No. 119, Seventy-third Congress, Sevond Qe
+ Senate Document, No. 152, Sevente-third Conoyose Sevoim] Seeon
12
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of the national transportation system but it threatens the wages
and working conditions of labour and it creates a demoralisation

in rates and wages which in the long run is a menace to commerce

" and industry. Whereas the railway§ were subjected to a com-
prehensive system of public regulation, the f)ther agencies are
regulated much less thoroughly ar:fi to a considerahle extent not
at all by the Federal Government. The on_ly remedy to end a
threatening chaos is found to_be the regulation of .all forms (?f
transport which will “find thelr. proper functions, direct tl.lem. in
the performance of these functions, prevent Waste.ful duphc-atmn
of service without eliminating such competition as is -economlcally
sound, and permit a system of stable rates which will reflect Fhe
lowest costs of goods service to afford the necessary foundation
for credit.” The Co-ordinator accprdingly proposed a hill for the
regulation of water carriers, a bill for the regulation of motor
carriers and bills proposing miscellaneous additional amendments
to the Interstate Commerce Act.*

The first two bills were unanimously approved by the Inter-
state Commerce Commission and as regards the third the approval
was not unanimous on account of two members of the Commission
not concurring in an amendment of the fourth section of the
Interstate Commerce Act.

In the third report forwarded on January 30, 1935, Mr.
FEastman adverted to the general railway problem discussed in the
first report envisaging railway transportation as part of the gene-
ral transportation system. The problem was one of leaving the
system of transportation “in the hands of reliable and responsible
operators whose charges for service will he known, dependable and
reasonable and free from unjust discrimination. This objective
can he attained only if there is provided some centralised con-
trol which will concern itself with planning and prevention and
cure all evils when they arise, proper coordination of facilities,
institution of sound general policies alffecting both service and
roads, the elimination of unnecessary duplication and waste.” In
order to accomplish these objectives three broad general methods

* Under this may be grouped a bill for the reorganisation of the Inter-
state Commerce Commission ; a bill for dismissal compensation for railroad
employees displaced through coordination projects; a bill providing for a
revision of section 77 of the Bankruptcy Act regarding railroads; and four

bills proposing miscellaneous additional amendments to the Interstate Com-
merce Act,
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are examined. The first adopts the conservative principle of
reliance on private capital and enterprise: the second invites the
use of governmental power to compel a very radical change in
railway conditions but still preserves the principle of private
ownership; and the third departs from this principle and makes
railway transportation a direct function of government.  After
examining in great detail the relative merits and demerits of these
three plans it is concluded that the last one contains “the greatest
potentialities of good and at the same time the greatest possibi-
lities of harm under present conditions, particularly as it would
he essential to its successful operation that the public trustees be
given an ahsolutely free hand and that they should not be under
the domination or control of the political branches of the govern-
ment. Only an enlichtened and sustained force of public opinion
could accomplish this result.” The Coordinator has seen no ad-
vance as yet of the development of a sufficiently strong body of
public opinion of this character. Tt may be developed but it has
not reached the stage of fruition. It would he dangerous to take
so far-reaching a step until the country is prepared to welcome
it and lend it protection which is essential to its success. The
second plan is dismissed as being neither desirable nor feasible.
As regards No. 1, it is stated that it has neither potentialities for
good nor the possibilities of financial harm which characterises
plan 3. Tts greatest fault is that its good result will he accom-
plished rather slowly. Under present conditions the Coordinator
is, therefore, content with recommending plan 1.

The third report modified in the light of further studies cer-
tain details regarding the Motor Carrier and the Water Carrier
bills recommended in the previous report.

The proposals made hy Mr. I<astman in the second and the
third report were with amendments incorporated in the Motor
Carrier Act approved on August 9, 1935 The principal features
of this Act have already heen reviewed in some detail in these
pages.

The bill which provided for a revision of Section 77 of the
Bankruptcy Act was also enacted in an amended form. Tn this
Act material changes were made in the procedure of the Tnter-
state Commerce Commission in Section 77 according to which 1]
debtor railway is required to file a plan of reorganisation witl
six months of the date of approval of its petition by the €,

10
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or within six months of the effective date of the amendatory act
unless the time is extended by the court for causes shown. Under
this provision all carriers whose petition under the section have
heen filed upon the effective date of amendment will he required
to file plans on or before February 27, 1936, or request for ex-
tension of time for filing. The situation before the change was
that no plan for reorganisation could be confirmed by the court
without the acceptance of two-thirds of the creditors and stock-
holders of each class unless the nonfriending group was provided
for in other ways. According to the amendment this require-
ment has been relaxed to the extent that the court may form a
plan without such acceptances if satisfied amongst other things
that the plan makes adequate provision for fair and equitable
treatment for the interests or claims of those rejecting it.
Another change in the procedure is the omission of the provision
for the re-election by the Interstate Commerce Commission of a
panel of standing trustees for a provision for the appointment
of trustees by the court subject to the ratification of the Commis-
sion. The new provision also authorises the court to request that
the Comt:nission report to it any facts pertaining to irregularity,
fraud, misconduct or mismanagement as a consequence of which
a debtor may have a cause of action arising therefrom against
any person or corporation. Certain sub-sections have also heen
adopted to protect the debtors’ estates from wasteful or extrava-

gant expenditure in connection with the reorganisation proceed-
ings.

"The bill to include ports and gateways in the protection of
Section 3 of the Interstate Commerce Act against undue prefer-

ence and prejudice was also enacted. The hill for federal regu-
lation of Water Carriers was not proceeded with.

REVIEWS.
The Towrist Industry: By A. J. NORVAL. (I',(mdor}: Sir Isaac Pit-
man & Sons, L.td., 1930, 1'p. 343, Price 120 net.)

The scope of Dr. A, J. Norval's book is better if}dicateq in
the sub-title: “A National and International Survey. Origi-
nally undertaken purely as a matter of sciem‘mc research it was
“subsequently conducted on behal of the ({ovemm?r}t of the
Union of South Africa and on behalf of the South African Rail-
ways and Harbours .. .. to determine the economic significance
of the tourist industry to South Arica its relative val‘ue in the
national econonty, its potentialities, the possibility of its future
development and the means by which, and the channels t_hrough
which, this can be accomplished in such a way as to yield the
maximum benefit to the country.”  The author has colh'ected
information from all possible sources both from the published
literature and through a liberal use of the questionnaire method.

The author first of all presents a summary of the tourist or
travel movement from the earliest times. It is, in fact, towards
the end of the last century up to the outbreak of the world war
in 1914 that the tourist movement had assumed considerable
dimensions and surpassed anything of its kind ever known in the
history of the human race. Many countries of Lurope such as
Austria, France, [taly, Norway, Switzerland and others were at
that time deriving very substantial incomes annually.  The
number of visitors to the pre-war Switzerland was estimated by
experts at 350 to 450 thousands with an annual expenditure, for
hotel accommodation, purchases of travel mementos, postcards
and souvenir jewellery, of 200 million francs. But it was reserv-
ed for the post-war period to witness a further expansion and
in fact, a democratisation of the tourist movenient.

The author states in the preface that the enquiry has re-
vealed a phenomenal development in  tourist traffic in  many
countries since the Great War, its immense economic importance
national and international; the imiportant bearing that it has on
the life of the nation cconomically, soctologically, culturally and
politically; its significance as a facior in the devdopment o

foreign markets, the investment of capital and in e Gucours o
- - (Ab‘-,’
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ment of immigration of the right kind; tltlxe gmvrlmghr»eaiﬁjst:)(r)g
on the part of national governinents for these a(rll_ o‘t'cr vt
of the necessity of assuming the control and dir Z%gm-l or o
tourist traffic to the country; the vast nu‘m.ber .ot 1 e1er‘1t mec:,
sures adopted by government_s anq others' in or (.1er to enc-ou‘r‘f%ie
tourist traffic and to develop it to its maximum in every possible
way. _ '

Several causes have cqntrlbuted to the relna}'kable devglop-
ment of tourist traffic durn}g recent years... _’1 he depfemate‘.d
currencies of several of the l_:urop'ean countries rendered it pos.sx-
ble for tourists from countries with relatively stable anc.l applf?-
ciated currencies to travel at greatly r'edn.lced ?xpense in those
countries whose currencies were depreciating {1 om day to day.
Travel came within the range of the ordmar)f mdwulpal with the
inevitable result that countries such as Austria and Germany and
later Italy, France and Belgium were literally overrun by a glas:s
of tourist who had never before. passed beyond the bordefs of his
own country. And the exgendlture of the tourist benefited con-
siderably the countries wh1'ch‘ had budgetary embarrassments.
The importance of the tourist industry has been so generally re-
cognised that organised efforts have been made to develop further
traftic, to arouse and stimulate the desire for travel and to remove
certain impedimenta such as the dithculty of foreign languages
by a more general use of English, French or German, the re-
Jaxation of passport, immigration and customs formalities and
more sympathetic treatment from the nationals themselves. Dr.
Norval has given in the second chapter a statistical survey ©
the tourist industry in dilferent countries. e has given valuabk;
information as regards the number of tourists, the es‘tlmat‘es t:s
expenditure in the countries visited in Lurope, the U_mt;d bctjkno_
and Japan. The signilicance of the tourist industry lg t fe;cet that
mic lives of many countries may be gathered iromrt iion " the
some of them would be very seriously hit by any e(lh.“ -ndustries
number of the visitors. Many of thet have -mvcstec(lliithe bl
which are associated with the tourist industry 5‘}0}} as Tand, it is
restaurants, transport, etc., enornous sUs. -.\wﬂ/}.l h \1_’ hotel
stated, has invested approximately 2 willion francs 1 )L. | nor-
industry and approximately 1|7th of her national mcunf_c‘lt e
mal years is obtained directly or indirectly from her toul 1>t‘tfa .
which is in the neighbourhood of 500 million gold francs. France,
Germany and Italy are also no less zealous in attracting the

‘
ia s we
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foreigner to their respective centres and make them stay as long
as they could. The author now turns to consider the tourist in-
dustry in South Africa. He finds that the possibilities are great
to develop the tourist industry more extensively and that it should
be treated as a national industry if it is to be developed on right
lines.

We have next an estimate attempted by Dr. Norval of the
cconomntic, political and sociological significance of the tourist in-
dustry. IZconomically the tourist exercises a much greater influ-
ence than is suspected. It has been found that on an average the
tourist expenditures are distributed in a ratio of 20 per cent. on
purchases, 21 per cent. on meals and reireshments and cafes, 17
per cent. on hotels, 7 per cent. on the theatres and amusements and
30 per cent. on transport, etc. 1f a more detailed analysis of the
expenditures under these groups were undertaken it would be
found that on final analysis they tend to percolate into every divi-
sion and sub-division of the national economy. There were also
other influences such as the development of foreign markets such
as in the case of the cosmetic exports from France to the United
States built largely on the tourist traffic from the United States
to France. In the light of these general considerations when the
determined factors in the tourist industry in South Africa are
considered it is found that with its attractive climate, natural and
scenic beauty, the presence of primitive and natural forms of life,
diversity of fauna and flora, she offers a variety of important at-
tractions for every class of tourist. One of the vital factors in
building up or maintaining the tourist industry is a proper organi-
sation of the hotel industry. The manner in which the develop-
ment of the hotel industry has reacted on the tourist movement is
examined in the light of the experience in LEurope, and the author
has soine interesting suggestions to offer on the subject of the
supply, control and management of hotels in South Africa where
the accommodation is stated to be lower than would be necessary.
In the last two chapters there is a survey of tourist-promoting
organisations in the principal countries of the world and in South
Africa in some detail. The author favours the creation of a
National Tourist Bureau to act as the chief executive organi-
satifgn of the government in all matters related to the tourist
tratnc.

Dr. Norval has written a remarkably able hook on what h

been largely unexplored ficld. 48

With the  exception of | W,
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on the “Tourist Movement”, there has not been
and scientific examination of all aspects of the
Although the book is primarily designed to
ascertain what has to be done in South Africa to develop the
tourist traffic on a much larger scale, the' general survey embrac-
ing the experience of the princ1pal countries of the Worl(_l presents
a very large volume of interesting matter which no one interested
in this industry can afford to miss. There is a good bibliography
and an adequate index. |

The Economics of Transport: By M. R. Bo~navia (London: Nis-

bett & Co., Ltd., 1936, pp. X + 202).

Mr. Bonavia’s book forms the latest edition to the remarkably
well-written series of the Cambr.idgg Economic Handbooks. In
appraising the value of the contribution made by this work to the
literature on transport it should be borne in mind that the ob ject of
the series “is not directed towards making original contributions
to economic science” but “to expound its elements in a lucid,
accurate and illuminating way.” It is primarily designed to
afford the uninitiated student or the ordinary reader some concep-
tion of the general principles of thought. We are then to expect
from the*work, a general text-book on the subject of transport, the
technique of thinking “which helps its possessor to draw correct
conclusions.”

Within so short a compass as six chapters Mr. Bonavia has
succeeded in elucidating some of the most diffcult and the com-
plicated of modern transport problems. The book opens with a
brief examination of the function of transport such as the crea-
tion of utilities of place, the demand for and some social effects of

transport.

The second chapter entitled “The Means of Transport” is
mainly descriptive. The different forms of transport such as the
sea, river, air, canals and railways are decalt with and the effects
of transport on distribution are indicated. The author next passes
on to consider the organisation of transport.  Here the still
highly controversial problem of the influence and intervention of
State is discussed. After reviewing the experience of the differ-
ent countries of the world the author concludes that “it is now
generally accepted that public ownership yields the most favour-
able results when combined with the management on mainly
commercial principles. The tendency is thus to turn to publicly
owned transport systems into independent organisations on the

Ogilvie’s book 0
any comprehensive
tourist industry.
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lines of commercial concerns on the co-operative principle.  The
community of the users of transport share in the divisible surplus
but do not usually have a voice in the management.”

The principles determining the optimum  size of a railway
system are ably discussed and the economies of large scale pro-
duction attributable to the firm and to the plant clearly indicated.

In Chapter 1V the author takes up the different aspects of
competition in transport such as the fixing of contract prices
under competition, tariffs and monopolistic competition, the influ-
ence of cost on price and the clement of joint supply in the deter-
mination of the price of transport.

In Chapter V the subject of monopoly in transport is dis-
cussed in the light of the shipping and the railway
freight rates. The basis of the goods classification and
the ability to bear are clearly stated. Such problems as have been
the result of partial monopoly such as discrimination are examin-
ed. Mr. Bonavia concludes the book with a discussion of the
problems which have been brought into prominence during recent
years by the emergence of competing methods of transport,
namely, the control and co-ordination of transport. The neces-
sity of placing road transport under the same system of regulation
and control as railway transport has brought into prominence
several new concepts such as “the legacy of the past, the social
costs of different forms of transport, etc.” It is stated that the
present scale of taxation on motor vehicles represents principally
as near an approximation to full track costs as can reasonably be
expected. In other directions the road transport industry has
come closer in recent years to cover its full social costs. In the
more advanced countries insurance rates, national agreements
covering wages and labour conditions, system of inspection of
vehicles with the road motor industry “even though its social
costs are still partially indeterminate™ “has passed from the ado-
lescent 1o the adult stage.”

It is interesting to turn to the author’s views on that com-
prehensive piece of legislation regulating the British railways,
namely, the Railways Act of 1921.  As an experiment in linking
charges and revenue, the Railways Act has certainly not heen
successful as the Standard Revenue has never heen earned. The
Act also overlooked the change in the status of the railwavs fron
that of a monopoly enterprise into that of a competitor, Further
the experience of the last sixteen vears has alus g, (hes .

13 ‘
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system of price regulation which does not allow of some ﬂe?{ibility
to compensate for changes in the value of money is likely to involve
unfair penalties or bounties I)etwe'en dlfferent groups.” On the
whole the author finds that the British Railways Act has heen more
successful than the American Transportation Act of 1920 on

which it was partly modelled.

No book on transport can at the present day escape from a
reference to or discussion of co-ordination. Thg proposgl of the
creation of a National Transport Board, the public »authorlty own-
ing and operating all forms of.transport, has often heen suggest-
ed as the only satisfactory solution of the problem of co-ordination.
But the organisation of such a hody, tf}e author holds, would pre-
sent very formidable problems. “It n.nght l)e' possible to solve the
problems of organisation anfl. a(llll}nlstl‘at'l()n but it would be
difficult to preserve the flexibility which is important for efficient
transport service.” Whik.e such a Board would be hetter fitted to
tackle the question of ancillary road transport it would strike at
the basis of charging by “value of service.” The success of co-
ordination depends on not only the satisfactory adjustment of the
administrative details but also the enforcement of compulsory
allocation of traffic.

The book provides a very stimulating contribution to the
study of transport.  Although it is designed for the beginner and
avoids details, it does not avoid severe reasoning and would be
well worth the perusal of others interested or engaged in transport.

RATLWAY ACCOUNTS.

The name of Mr. L. V. Gopalan is well known to all aspirants
i the Railway Subordinate Audit and A\ccounts Service. For
nearly a decade he has been engaged in the task of collecting and
publishing questions set for the various examinations conducted
for the Railway Accounts and Audit Services by the Financial
Conumissioner and the Auditor-General.  We have just received
some of his recent publications.*

With the exception of the first which was published last year,
all the others have been published during the current year.
There are not very many guides or help-hooks for these depart-
mental examinations, and Mr. Gopalan has done a real service in
bringing out a collection of the questions for a number of years
and in giving solutions to some of them and adding suggestions
which are likely to he of assistance to the candidates appearing
at these examinations.  Incidentally we might mention Mr.
Gopalan’s connection with the Institute as Associate Member al-
most from the very beginning.  We reconmmend very cordially all
these books to those interested.  The publications are obtainable
from the author who 1s Assistant Auditor, M. & S, AL Railway,
Madpras.

* Appendix D Examination—Questions onlv: Book-keeping—Questions
and Answers, 1930-36; Subordinale Awdit Service Examinations—Questions
only, 1930-36: Precis and Draft--Ouestions and lnsiocrs R(m/s—/eu‘ﬁine/,
1929 and 1931 to 1936; Precis and Draft~S 1S Exvaminations 19301934
and 1936 Book-keeping (Govermment and Conmiercial s 1)

/It‘\‘/]l"l"\' { \‘ 3 ] '\.
Examination of the Mvsore Railzeavsy 6 s,



OFFICIAL PAPERS.
KENYA AND UGANDA RAILWAYS AND HARBOURS.

The Report for 1936 by Brigadier General Sir G. D. Rhodes, General
Manager, Kenya and Uganda Railways and Harbours, shows that the results
of working during the year 1936 of the combined railway, road, hartgour and
steamship services in Kenya and Ug_anda were very good and satisfactory
being an advance on those of the previous year, cpmpletely re-establishing the
financial position of the administration. The improvement in gross earn-
ings, it is stated, was due to a general increase in exports and to the very
much higher price Jevel of primary products }Vith a resulting improvement
in general business. As a r’esult of .the continuance of economy measures
initiated some time back the increase in expenditure was comparatively small.
The service operated consists of 1,622 miles of open lines (metre gauge)
3737 route miles of lJake steamer service and 75 miles of road motor service
for passengers and goods. The combined earnings of all the services for
the year ended December 31, 1936, amounted to £29,86,591 an increase of
£192,746 or 6.90 per cent. of 1935. The combined ordinary working ex-
penditure exclusive of contributions to renewal funds shows an increase of
6.26 per cent. The net ea_rnings balance of £1,265,148 over total expendi-
ture on revenue account gives a return of 5.75 per cent. on the total capital
expenditure of £21, 999,072 and of 9.09 per cent. on the interest bearing
principal (£13,924,106) of this total. This balance covers intérust and
sinking f}md charges of £8§O,100 leay'mg a surplus of 415048, The
comparative results of working the railway services (inclusive of lake
steamers apd motor transport services but exclusive of harbour service)
are shown in the accompanying table:

1936 1935
Passgngcrs . .. 314,077 481,505
Public traffic, tons . .. 960,507 849,791
Train-miles ' . . 3008001 2,729,821
Public freight ton-miles . .. 409,439,382 334’431'796
Public ton-mile receipts .. .. 10963 cents 12 680 cents
Average hgul, public traffic .. .. 412 miles 379 miles
Operating ratio, per cent, .. .. 45.20 45.63

£ £
Passenger receipts . . 171,066 159,833
Public goods receipts . .. 2244245 2,120:315
Gross earnings i .. 2,527,158 2,384,923
Working expenditure .. .. 1,142,276 1,088,185
"To renewal funds . .. 351397 '336,067
Miscellancous transactions net Dr. 20,462 Cr. 18,791
Net revenue L .. 1,013,023 979,462
goan charges, etc. .- e . 634,363 632,301
A plus . o .. 378,660 347,161

e e ».
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There was an increase in passenger travel both in numbers and receipts
under all the three classes and the total passenger receipts were the highest
since 1931, There was an improvement in the parcels and luggage receipts
and the merchandise carried for public increased by 110,712 tons or 13.03
per cent. whereas the receipts therefrom increased only by 5.84 per cent.
This discrepancy and the fall in receipts per freight ton mile are due partly
to rate reductions but mainly to the fact that about three quarters of the
imereased traffic was carried at Jow exceptional export rates. The finance
of the admimistration is restored and it has been possible to revert to a
more adequate standard of maintenance and 1o embark on 2 programme of
overtaking arrears accumulated during the depression.  This programme
was carried on steadily during the year under report and nearly all arrears
have been dealt with with the exception of rolling stock which the report states,
could only be completely dealt with by the end of 1937.  On the whole the
report states that the year has been very satisfactory.

CEYLON GOVERNMENT RAILWAYS LENQUIRY.

About the same time that the Indian Railways were ander investigation
by the Wedgwood Committee there was also an enquiry on the Ceylon State
Railways by a Commission of which Brigadier General . D. Hammond,
C.B.E, D.S.O., was Chairman, Mr. J.D.C. Couper, C.B.E., Member and
Mr. J.F.M. Taylor, Secretary, appointed by the Secretary of State for Colo-
nies to report on the administration and control of Rail and Road Transport
in Ceylon. A bricf summary of the observations and recommendations of
the Committee is given here.

Ceylon, an island almost the size of Ireland with a population of 512
millions, has a total route mileage of 945 miles, 828 of which are on the
Broad Gauge. The greatest length of the island is 270 miles and the greatest
width 140 miles. There are 4,700 wmiles of main road and 4,600 miles of
minor roads.  In common with the rest of the railways of the world
the Ceylon State Raifways have suffered from the depression and the esti-
mated deficit for 1936-37 is over 3 million rupces and the loss of revenue
has been found to be mainly attributable to road competition. The Com-
mission have a sorry talé to tell. Road Transport is found to be run under
almost entirely uncontrolled conditions and even the existing imperfect
measurcs do not appear to be put into operation.  There are 67 separate
licensing authorities with 1o coordination of control and since the licence
fees are credited to the funds of the local bodies, the local authorities have the
direct incentive to issue as many licences as possible. Although the ordinance
indicates that an insurance policy shall be taken out, this section has never
been put into foree ; fares are not prescribed, nor the number of ordinary visits
restricted on a specific route.  To quote the Report: “Many of the vehicles
are in a dilapidated condition, and have tyres worn down, not only to the
canvas, but through some of the layers of canvas as well,  Driversaie ein-
ployed at the wheel for 16 hours at a stretch. .. Solely ag
bus competition murder has been committed and four my

The Comnussion, therefore, decided that a Ce
trol all forms of road transport s unperative e
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this point
the retes”
ver

the railway and of the interest of the public therein, and on
there appears to be general agreement in the istand. As regards
tion of the railway, the report draws attention to the capital cost of O
Rs. 200 million and over 10,000 employees who would have to be compes”
sated to the tune of Rs, 212 millions a year. Apart from this, if it were
ab_ol'lshed the roads would have to be improved in order to carry the ten
million passengers and one million tons of goods now carried annually by

the railway. The continuance of the railway must, therefore, be taken for

granted. :
The present organisatio

that it interposes “between
responsible for carrying ou

n of the railway is criticised on the grouﬂd
the General Manager and the Chief Officess
t the work a layer of deputies who have no
definite responsibility themselves”. The result was the lack of cooperd”
tion between the various services. On the commercial side there has, 1t
is stated, been a lack of serious endeavour to obtain traffic or to bring t0
notice the.advantages of the railway. On the Operating side an intensive
use of engines with consequent reduction in their number with more efficient
diagramming of train cruise should be introduced. Other defects foun

are in the work of the control offices, unsuitability of the types of l1oco°
motives, engine failures, too many shunting engines. More up-to-date and
detailed statistics are required to be compiled and overhaul of the
methods of ticket inspection to eliminate fraud and a system of stamps for

parcels traffic are recommended.

As the Commission was specifically asked

and diesel traction they observe that there 1 orti
. i rtion
large increase in traffic as would justify the electrification of any POT™

of the system. As regards diesel traction there is found to be no necejis;;y
for any comprehensive adoption and when new _locomonves a(r:e rzc:ission
the pros and cons of diesel units are to be considered. Tf\; o:tt:nt e
find that while the standard of maintenance on t':xe ]mzre IT]P;C et of
is satisfactory the speed limits are uxmcccssan)t’ t’? e;nployed 2 rack
certain passenger stations is inadequate and the sta e is. recom-
maintenance is found somewhat high- The flying gategen);;ineering ork-
mended on an experimental basis. The threedse‘para':!1 s ae to be
shops and stores for the way apd wqus ar(l1 dS;;g)frl  doption
amalgamated and contract work 18 recommende P e
teal as regards signalling the elec rical appa-
r jrhe'lcc‘i)'r:m‘t;iorai?:\?;; :B;tgraph gnd telephone systems are ;flil charg?
atus inclucie rtment. In the absence of any individual o cer res
of t}}e Postal ‘DeI;lain olicy there is no coordination and exgendxtur.e on
p'onslb}e o S',g:\int igsl;ound to be lavish particularly at wayside st'atxons.
i:ﬁ:gg;ngi;?‘:;[:“ng of the elaborate signalling school at Colombo 1s pro-

D i i ive ionalmen in the
training in signalling being given to t.hc signa
d, further 7 e The Railway Signal Engimeer 1S to be made

the use of electric

to report on
are no indications of such 2

pose
signal boxes themselves. Signal I
regsponsible for all signalling under the Chief LEngneer. "
i f the re is devoted to staff questions. €
jon of the report 18 ' as in

An important scct

ission indi 1ced. suc
Commission indicate the can be redu

manner in which staff
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the number of firemen, guards and station and office staff. The rates of
pay on the railway are found to be much higher than in firms outside. In
addition to higher rates of pay the railways offer generous conditions of
pensions, gratuities, paid lcave, quarters and cheap travel. Despite these
the railway clerical service is suffering from a sense of grievance in regard
to prf)motion. This is attributed to the fact that its members have been
recruited as civil servants and consider they should be treated in the same
way as lh‘osc of other branches of the civil service irrespective of the
tmanccs.(}t the railway. They, therefore, recommend that all posts should
l?c classified. 1f the railway is to have a fair chance under the competitive
um(htl.ons existing it must reduce its pay-bill: the existing rates of pay
were h'xcd by the Government. A committee should be set up in Ceylon
consisting of the General Manager, two members of standing in commer-
cial life, the Chief Accountant of the railway and one other railway officer
to draw up scales of pay and conditions of service for each grade which
should be applied to all new entrants. The Report concudes that com-
pulsory retirement of many officers cannot be avoided.

The influence of the Government on the railway does not appear to
have been happy and even the renewals fund which was started so recently
as 1?28-29 was appropriated to the general revenue. The fund now exist-
ing is only in name. The railway accounts are recommended to be com-
pletely divorced from those of the government and capital readjustments are
proposed in order to put the railway finances on a sound basis. A renewals
fund is also to be created in order that the railway might be. organised on
true commercial lines, '

. To eliminate the disadvantages of government control the constitution
of a Railway Board is proposed consisting of five members, two elected by
the Council of State and 2 nominated by the Governor with the General
Manager as Chairman. The Board would be responsible for the adminis-
tration and appointment of staff cxcept those of district rank or higher
which should be made by the Governor on the Board’s recommendations.
1t would also exercise control on rates and fares. A high salary, £3,500 is
recommended for the General Manager whose task of reorganising the
railway and of acting as chairman of the Board will be a heavy one. They
further propose that “efforts should be made to obtain from the British
railways one of the younger men who are starting to make their mark. It
will be necessary (o quote a much larger salary than those given to the Officers
of State if the right stamp of man is to be obtained. The higher posts on
British railways receive much higher salaries than these. and the type of
man we have in view would have a reasonable anticipation of getting to the
top of the tree.”” An interesting proposal made is that regarding a freer
interchange of officers amongst colonial railways. It is proposed that young
Ceylonesc ra.ilway officers should be eligible for promotion to posts such abs
that <3f d1s.tr1ct engineer or divisional transportation superintendent ()}l othc;'
::’(])‘:]’(*la](;?;}"";;)’fh'z? 1tt1)11;]r;(‘t:]11lire} 1.he \\"idcri knowledge m}d experience which

higher posts on the rathwav i i
country. A second interesting rec TN mlway m thar own
. stmg recommendation s that the Chied Comner-
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cial Officer of the Railway, a new appointment should be recruited from the
Commercial community in Ceylon.
COAL MINING COMMITTEE'S REPORT, 1937.

The Indian Coal industry is faced with two important problem§ re-
first relates to measures for the national
. i urces, and the second is the urgency of applying
::?::Jxv:st l?:r Z:f:?; l'mr evs;(;w of ,the frequency of accidents in the Bengal ar}d
Behar coalfields with high fatality during the last thre.e years. Early in
1936, Sir Lewis Fermor, the late Dlregtor of the' Geological Suryey of India,
drew public attention to the “very serious question of the certain premature
exhaustion” of India’s coal reserves under present methods ?’f extrachm;
and the prospect of “a pational dnsa§ter of. the first magnitude”, T!ﬂxe _oa
Mining Committee which was appomte.d in Octpber 1936, to enquire into
these two questions, have recently published thelr. report. The Committec
estimate the life of the reserves of the good quality coal at 122 years and
the Life of the reserves of coking coal of good quality at 62'years upder the
thod of exploitation and standgrd of consumption. With such
limited reserves as these the need for elixpma}ir}g waste is imperative. The
report states that the average waste, taking it in the sense of undergrm?nd
waste only, is as high as 50 per cent. due to sections left, actual depillaring
and fires and collapses. Of this all but 10 per cent. could be saved by proper
stowing. As “the Coal industry and trade is now in a parlous plight from
which there seems to be no hope of extrication by its own efforts,” the case
for State control is considered very much stronger now. The Committee
want a Statutory Authority of experts to exercise extensive and detailed
control over present methods of extraction. Compulsory sand-stowing is
put forward both as the principal safety measure against imminent danger
to life from gassy seams, fires, crushing or premature collapses, and as a
measure for increasing the life and productivity of the collieries. As this
may involve too great a financial strain to the owners, state aid is to be
afforded in carrying out stowing through the Statutory Authority, the cost
being met from out of a general cess on all rail-bome coal and hard coke.
The distribution of sand is to be done by a public supply company, the State
holding 51 per cent. of its shares. While the majority of the Committee
want to stop short only of nationalisation, two members in a Supplementary
Note urge that the problem should be faced immediately. The comprehen-
sive and detailed control contemplated by the Committee, the multitude of
small concerns, the possibility of the owners escaping responsibility by
abandonment, thus forcing Government to protect adjacent areas from fire
areas at their expense, the absurdity of compelling owners to work specified
seams without reference to market conditions, and the direct ownership by
State of large coalfields themselves, these considerations, they argue, urge
the necessity of facing nationalisation instead of burking just that and
initiating detailed control.

quiring immediate action. The

present me

The Supplementary Note has deservedly attracted general support in
that it seems to be more consistent in its reasoning. The authors of the
Note do not agree with the suggestion of the main report that the Govern-
ment should provide a market for inferior coal by using it for the railways

-
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and other agencies under their direct control. “We do not”, they state,
“see any reason why this should be forced on the State agencies while the
other consumers are left free to exercise their free choice. The State
agencies, as economic units, will object to this procedure and can reasonably
ask that all other consumers should also participate in the use of such coal”.
Private enterprise has not altogether had a clean record, and the principal
reason which impelled the railways to acquire coalfields was because they
found themselves too much at the mercy of the trade. State acquisition of
the private mines is decidedly the logical conclusion on the question in view
of the enormous stake involved. IEconomic wisdom appears to indicate that
a proper recognition of the fundamental facts and an attempt to face them
will in the long run secure public interest better than exaggerating the present
difficulties which will only be accentuated by any endeavour to‘compromise.
The trend of development as regards nationalisation of coal-mines in Great
Britain—the home of laissez-faire and private enterprise par excellence—
has been in the same direction. In fact, the hesitation in that country has
been far less than that disclosed in the main report. On the side of the
railways there will not be any opposition to the progress of the development
in this direction.

STANDING FINANCE COMMITTEE FOR RAILWAYS.*

The Standing Finance Committee for Railways met at Calcutta on the
28th and 29th June, 1937.  Amongst the several questions discussed by them
was the construction of the Khadro-Nawabshah extension within the sphere
of influence of the Sukkur Barrage Scheme. As a postponement of the
construction of the project which was contemplated as far back as 1925 would
be detrimental tc the general development of the area, the Railway Board
obtained after negotiations with the Sind Light Railway, Ltd., advantageous
terms permitting the retention by Government of 60 per cent. of the gross
carnings for the working of the Mirpurkhas-Khadro Railway. This is ex-
pected to compensate Government for the short-circuiting of the present
traffic, financial results in the succeeding year after the opening of the propos-
ed line is estimated at one half of 1 per cent. The Government of Sind
being anxious to provide transport facilities would in the absence of railway
construction be prepared to build a big road from Nawabshah to Khadro.
The Committee approved of the proposal that the Sind Government should
be asked to either make g contribution to capital cost or to give a guarantee
that whenever the net yie'd on capital outlay of the line worked out as indi-
cated in the memorandum fall below a reasonable- percentage the deficit
would be made good by them. The proposal of the Railway Board on the
advance allotments to the extent of Rupees 125 lakhs as advance grant for
general purposes stores for 1938-39 was also approved. '

The Standing Finance Committee also dealt with a number of proposals
affecting the personnel organisation of railways. The Bengal and North
Western Railway in view of the increase of work entailed by the rapid ex-

* Proceedings of the meeting of the Standing Finance Committee for
Railways Vol. XIV—No, 1, 1937.
14
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tension of interlocking and signalling on the Bengal and North-Western and
Rohilkhand-Kumaon railways desired the appointment of an additional
Assistant Signal Engineer. The proposal was agreed to subject to in case of
direct recruitment that every attempt should be made to find a suitable Indian.
The Bombay Baroda and Central India Railway w}}ich was working with a
deficiency in its leave reserve proposed that f.our addxgional Junior Scale posts
should be provided for leave reserve on the introduction of which three posts
will be abolished. The extra cost involved has been estimated
at about Rs. 787 per mensem. Approval was accorded to this on the pre-
sumption that it will not prejudice the extent to and the manner in which
probationers were recruited to the department. The Eastern Bengal Rail-
way has been permitted to create an additional post of District Traffic
Superintendent (Commercial) in lieu of the existing post of District Traffic
Superindentent (Crews). On the East Indian it was proposed to make
permanent the temporary post of Inspectoxt of Underground Works beneath
railway lines in the colliery area. In view of the recommendations of
the Coal Mining Committee the Committee approved of the proposal subject
to the condition that the Railway Board should satisfy themselves that the
creation of a permanent appointment is not rendered unnecessary.

of probationers

NOTLES AND MEMORANDA

MAINTENANCE OF GOODS STOCK

The importance of a financial study in connection with the rehabilita-
tion programme (o determine what repairs are economical was dealt with
by Mr. K. F. Nystrom, Superintendent, Car Department, Chicago and Mil-
waukic St. Paul and Pacific  Railway. The vulnerable spot to-day on
many railway systems is that on many railways the designs are usually
handled in a department which scldom comes into contact with the operation.
A systematic retirement programme must be such that the mechanical wear
and obsolescence will follow a natural and systematic trend. This, however,
is not an easy problem, as what is economical under one condition may be
unsound in another.  The fluctuations in the value of new stock may
render an adjustment of the price involved in regard to repairs. — The
financial analysis of the two facts, how much a new wagon would cost
and how much it would cost to give general heavy repairs or rebuild an
old car after the estimated extended life has been ascertained will alone
establish whether or not such schedule repairs are economical.  An exami-
nation was made of this question and full data were prepared of the finan-
cial and theoretical facts and also experience as to the cost of maintenance
and schedule repairs along with the physical characteristics of the wagon,
inherent weaknesses and obsolescence. How much money can be econo-
mically spent on a car 25 years old to extend the life another four years
in place of buying a new one? My. Nystrom showed that it cost 3436
cents to carry and maintain a new car for four years per dollar of invest-
ment and 1901 cents could be spent in general repairs to extend the life
for another four years. Assuming that a hopper car can be purchased
for $2,000 then 19°01 cents times $2,000 zic., 380°-20 dollars could be
spent as a maximum if it were certain that four or more years of service
could be attained. He proposes a definite wagon repair programme and
(uotes the case of the Milwaukie Railroad which ten years ago started
with a four year cycle of schedule of repairs which was decided upon after
a study was made over the life of bin trucks with all component parts and
the general condition of the car. The experience during this period has
shown it to be both desirable and economically sound.

MASS METHODS IN ACCOUNTING.

Mr. G. J. Bunting, Vice-President, Illionois Central, addressing a
recent Regional Conference of Railway Accounting Officers at Chicago
discussed how mechanisation and specialisation secured economy of time
and money and better and quicker reports.  After referring 1o the gradual

change from the old lettercopy presses in longhand 10 the advent of the
typewriter, the wuse of stenography, the dictating machine,  mechanica]
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punch card machines facilitating the mass production of statistical dat_a
within short limits of time and with the least r.nanual lapour, he consi-
dered the merits of divisional or central accou.ntmg. During the dep'res_
sion many railways changed from the decer‘xtrahsed plan to the centralised
plan and have marvelled at the great saving of expense offered by the
Under the decentralised plan “mass production ‘methods are not
n to the same extent as the centralised plan affords.
ad is eliminated and standardisation is much easier.
In spite of what the general Accounting Officer can do, the individual
division will resort to divergent xqethods most of which dlvergencles.m-
volve more expense than standardised progedure. Of counse standardisa-
tion must not be static. As the assembly line ca_nnot be static except.for
stated periods, so accounting methods must be un}form over stated periods
if mass production methods are to be u§ed. Shgrt cut methods under
bureau adfmi.nistration can much more easﬂy bg av’fulable undelj the ceqtra-
lised plan than they can be under decentralisation. Mr B‘untmg specially
referred to the accomplishments r'eahsed on the Illinois Cen.tral by mass
production methods as regards drsbursemen_ts accounts, capital expendi-
ture and valuation accounts, roadway comp'letlfm reports, etc._ “One of the
greatest facts for economy in the centralisation of accounting work” he

latter. ; ¢
capable of introductio
Duplication of overhe

states, is specialisation on the part of individual employees which has .

greatly increased their capacity, the uniformity of results and the satis-
faction of the employees themselves. Centralisation of work in two offices
is primarily for geographic reasons but with uniform procedure and quick
distribution of volume of work in each office, one office provides with a
valuable comparison with the other. The work of accumulating train
engine car and ton mile statistics is entirely mechanised on the Illinois
railway. Mass production methods have enabled the preparation of bills
covering repairs to freight cars of foreign lines for making exact copies,
photostatic machines, duplicating machines and other methods of mecha-
nisation have been very widely used.

INTERSTATE COMMERCE COMMISSION’S JUBILEE.

The news that the Interstate Commerce Commission has completed its
first fifty years of existence during the first week of April 1937 will be
reccived with interest by all students of transport regulation. Founded
in 1887 the Interstate Commerce Commission has hewn a new path of
institutional technique in dealing with the complex matters of the modern
railway and other transport industries. Its jubilee was celebrated in a fit-
ting manner by the Association of Practitioners at a banquet attended by
800 guests and by a full day of speeches delivered before an assembly of
the Commission’s staff and friends on April 1. The speakers referred to
the distinguished record set by the Commission marked by open-minded-
ness and impartiality. As one of their speakers, Mr. John L. Benton,
the General Solicitor of the National Association of Railroads and Public
Utilities Commissioners observed, “It is a proud record which the Inter-
state Commerce Commission has made. The breath of scandal has never
touched that Commission. Its judgments have never been swayed by
political considerations, No one would claim that it has never been wrong,

JUNE, 1937] NOTES AND MEMORANDA 109

but it may be justly said that it has always endeavoured to be right, and
that it has been an able Commission, which has kept its course upon a
high plane, and has justly carned the secure and exalted place it holds in
the public confidence.”

Mvr. lsch, a former Commissioner, paying a tribute to the achieve-
ments of the Commission said: “It has never shrunk from any task, no

matter how difficult or onerous. It has never hesitated to declare its
opinions for fear of arousing the hostility of special, political or govern-
mental interests.  Keeping within the four corners of the laws it was

required to administer, it sought only for the truth, that justness and
reasonableness which are the foundations of the public interest.” The Com-
mission descrves all the encomiums which have been paid to it as it con-
stitutes the only regulatory tribunal of its kind which has exercised pro-
found influence not only in the States but also all the world over.

THE CANADIAN NATIONAL RAILWAYS DEBT ACT.

Current developments on the Canadian railways have been referred
to from time to time in these pages and the lines of analogous develop-
ment in this country confers a special interest to recent proposals ‘regard-
ing the policy of Government towards the Canadian National Railways.
Honourable C. D. Howe, Minister of Transport, had introduced a bill to
the effect that the capital of the Canadian National Railways should be
written down to the extent of $262,000,000. There were, of course, pro-
tests from the Conservative leader, Rt. Hon'ble R. B. Bennet and others,
But the bill has been passed by the House, According to the new balance-
sheet the Minister said in reply to the criticisms the duplication of debt as
between the present railway balance-sheet and the net debt of Canada has

- been eliminated. “We include,” he continued, “in the net railway balance-

sheet all the debt of the railway which is not carried as part of the debt
of Canada. . . . . It seems to me that this legislation is going to give to
the officers and cmployces of the railway a more reasonable objective to
attain the carning power of the property and bring some return to the
investment in the property by setting up the investment in the property as
a capital rather than a largely inflated sum. It will put new hope in those
responsible for the operation of the property.” ~ The bill was then given the
third reading on division. The Capital Revision Act was put into operation
by Government proclamation on May 1.

While M. Howe has secured a victory in respect of this bill he has
had a defeat as regards another bill, the Transport Bill, which endeavoured
to regulate all forms of transport.  The defeated Transport Bill would
have changed the Board of Railway Commissioners to a Board of Trans-
port Commissioners, with powers similar to its present powers on railways
~—for air, water and highway transportation as far as Dominion jurisdic-
tion permitted. The bill would also have allowed the railways to contract
“agreed charges” with shippers who waould ship cxclusively i)\' rail (

LR.CA. BULLETINS,
The Indian Railway Conference Association h

| : ‘ as imitate - public
tion of a series of bulletins. [.ast yvear the Presid '( (‘(] i
year, restdent «of 1y, Nesociation
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Mr. Colam, referred to the desirability of educating the public on the
activities of the Indian railways and thus help to a proper appreciation by
the public of the contribution made by the Indian Railways to the social
and economic life in India. So far two bulletins have been issued. The
first deals with the subject of the cost of railway administration .It has
been suggested that critics are possibly being misled by the fact,that the
account Administration in the Public Accounts of railways embraces a cer-
tain number of items not usually suggested by the term “administration”.
The bulletin states:

“The total cost of p.rovidiﬂg railway transport is the sum of the actual
“Working Expenses” (re. payments) plus the interest on the incurred
debt. Taking this sum as the total cost, the so-called “Administration”
costs amount to 15 per cent., divisible as follows:—

Items. Per cent. of
total cost.
(1) Salaries, Provident Fund, Gratuities, etc., of all
Administrative and Executive Officers . 297
(2) Home Board Cost .. 0-21
(3) Salaries of Subordinate Supervisory Staff . 2-44
(4) Salaries of Office Staff of all kinds .. 325
(5) Provident Fund and Gratuities of all Staff, othe
than Officers .. 291
(6) Cost of Government Telegraph lines . 017
(7) Police Charges v . 044
(8) Rates and Taxes - 049
(9) Hospitals, Health, Welfare, etc. .. 0-38
{10) Government Audit . 0-35
(11) Miscellaneous . 152
Total .. 15413

As a percentage of “Working Expenses” only (excluding interest

charges) the total is nearly twenty-two per cent.

It will be observed that the greater portion of this expenditure is not
“Administration” as that term is probably understood.  For example,
‘Subordinate Supervisory Staff’ includes Permanent-Way Inspectors and
any one supervising works in however small a capacity: Foremen and their
assistants, Traffic and other Tnspectors and Traffic Canvassers, Office
Staff, another large item, includes not only headquarter offices, but all office
staff of whatever description in Districts or attached to Subordinates.
Another large item is Provident Fund, which covers all employees except
Officers, whatever their occupation. Telegraphs, Police Charges and Rates
and Taxes account for nearly one per cent. The expenditure under Hos-
pitals, etc., does not include salaries and is mainly the cost of supplies
including the diet of patients in Hospital. By a curious provision of the
Accounts Code, though the cost of feeding patients is nearly all recovered
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from them, it is not credited to this Head of Accounts but to the earnings
of the Railway, so the booked expenditure on diet is fictitious.

1t will, therefore, be appreciated that assertions that ““‘Administration”
costs are unduly high are liable to be based on a peculiarly unfortunate
grouping together under the term “Administration” of charges which are
not administration at all.

The second bulletin reproduces the comparative statistics of charges
for transportation.  As most of the figures are more than five or six
years old, the Association might have done well to have given more recent
figures. The Wedgwood Report gives a comparative table for 1935,

SIR ERIC GEDDES.

The news of the untimely death at the age of 61 of Sir Eric Geddes
removes from British public life a remarkable personality. He has filled
many distinguished public offices and has played no small part in galvanising
the activity of the enterprises or departments which he controlled.  His
name has been very closely identified with the sphere of transport.

He was born in 1875 in India and his adventurous spirit was shown
by his abandonment of a military career in England to go to America for
engincering experience.  He worked at lumbering in the Southern States,
four years with Houstead Steel Works and Baltimore and Ohio Railroad.
tle proceeded, thereafter, to India and has been six vears building and
operating on Rohilkund and Kumaon Railway. 1n 1904 he obtained a minor
post as Claims Agent on the North-Eastern Railway and that only with
some difficulty.  Although he was regarded as an interloper, within six
years he rose successively to Commercial Agent, Deputy Goods Manager,
Chief Goods Manager and Deputy General Manager with a reyversion o
the General Managership, an achievement which can only be explained by
his outstanding abilities and to that distinguished General Manager, Sir
George Gibbs. At the outbreak of war he had already made a name for
himself in railway circles. The War offered an opportunity to bring out
his sterling qualities—of courage, initiative and organising ability.  He
was one of the great men of the War, and to him, more perhaps than any-
one in those hectic days, could the title “superman’ be fittingly applied.
He became successively Deputy Director-General of Munitions Supply,
Director-General of Transportation, Controller of the Navy and First
Lord of the Admiralty. He cut right through the red tape of the War
Department and gave fresh impetus to the campaign on the Western Front
by ensuring a mode! system of railway communication with the front
line. He, more than anyonc, encouraged the employment of technicians
in those branches of the Forces most fitting to their experience and ability,
The War over, he was engaged to form the new Ministry of Transport,
steered the Railway Bill through Parliament and resigned his Ministry
when the Bill became law. Thereupon he became Chairman of the Com-
mittee charged with the duty of proposing drastic cuts in national expen-
diture and made recommendations designed to cffect the colossal saving of
£100,000,000. Later, as Chairman, he restored the {ortunes of the Dun-
lop Rubber Company and ~l?ecame the first executive head of Imperial
Airways, both of which positions he held at the time of his death,
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DEVELOPMENTS IN MECHANICAL ACCOUNTING—
HOLLERITH MACHINES.

The General Manager’s Bulletin No. 20 of the Kenya and Uganda
Railways and Harbours gives an interesting account of the use of Holler-
ith machines in mechanical accounting. It is stated that these machines
have proved entirely satisfactory and their introduction has facilitated and
speeded up the production of accounts and statistics at the same time enabl-
ing considerable economies in staff costs to be made.

“In 1935 the British Tabulating Machine Company (from whom the
machines are hired) intimated that it was their intention to replace the
machines which had by that time been in service some five years. Opportu-
nity was taken by the Administration to investigate the possibilities of new
machines incorporating the latest developments in mechanical accountancy
and it was decided to install the Hollerith Rolling Total Tabulating Machine,
incorporating a Summary Card punch.

Consideration had, in the meantime, been given to the possibilities of
utilising the Hollerith Company’s Standard -Multiplier in the audit of goods
invoice calculations of conversion of weights from pounds to tons and the
calculation of commodity ton miles. The Standard Multiplier, however, was
not entirely suitable and 2 machine was specially designed to meet require-
ments. This machine is unique in the sense that it is the first of its kind in
use.

The installation of the new machines was completed early this year and
the work transferred from the old machines.

The Hollerith card which forms the basis of the system has been revised
to accommodate 80 vertical columns of information instead of 45 columns
as illustrated by the cards reproduced in Bulletins Nos. 2 and 15 This
permits of additional information being transferred to the card an‘d makes
possible considerable expansion in the application of machine methods.

. Electrically operated Key Punching machines with automatic feed and
ejection of cards has increased the daily output of punched cards despite
the greater number of holes per card. o

One of the principal jobs and that in which the greatest number of cards
is used is the reproduction of essential information from goods invoices
(copies of which are submitted by all stations to the Chief Accountant’s
Office). The punched cards form the basis from which the following are
compiled ;— .

(a) Audited goods abstracts,

(b) Freight under and over charge statements,

(¢) Freight Ledger Account bills,

(d) Foreign Railway Traffic Clearing Accounts, and
(¢) Commodity and Rate class ton mile statistics.

t itatiop code numbers are inserted on goods invoices at stations and these
ogether with the classification and rate are checked by the Chief Account-

Co4
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ant's staff on receipt. In cases where ireight charges are debitable to
Iedger Account, the Ledger Account code number of the firm is also given.
The detail work of checking invoice calculations has now been transferred
to the Audit Multiplier, thus releasing staff for a more intensive check of
classification and rates charged. The machine feeds the cards through its
various mechanisms and senses the “‘invoiced” revenue which is held while
the machine picks up the weight and rate and multiplies these two factors
to provide the “audited” revenue. Tt next subtracts the audited revenue
from the invoiced revenue and if these differ it ascertains which figure is the
greater and punches the under-or over-charge (as well as the audited revenue)
in the appropriate card columns. These calculations are effected at a speed
of approximately 1,000 cards per hour.

The cards are next sorted and passed through the Rolling Total Tabu-
Jator which, while based essentially on the same principles as the old tabu-
lating machine, is a revelation in electrical engineering. Lvery unit of the
machine is entirely independent of the others and the required results need
merely to be determined by means of the plugboard in very much the same
manner as a telephone exchange.

The Tabulator deals with 150 cards per minute and being fitted with
six separate and distinct counting units is capable of accumulating 900 items
per minute each total having a capacity of eleven figures. The desired results
are achieved through flexible wire plugs which transmit the information
through various circuits and processes before arriving at the printed statement

of facts reguired.

Figures are transmitted to the machine by means of the holes on the
punched cards and can be cross-added, other figures subtracted therefrom
and/or the totals rolled into and accumulated in any or all of the counters
before the results are printed in the form desired.

Should it be desired to carry forward balances of accounts to following
months the tabulator has been fitted with a punching machine which auto-
matically reproduces a punched balance or summary card with all essential
information for inclusion with the current cards of the following month,
thus enabling the position of each account to be reviewed monthly. One use
to which this summary card punch is being put is in the production of sum-
mary cards for each commodity by rate class and station from and to, when
the monthly commodity statistics are compiled.

All traffic for the year (under cach commodity and rate class and bet-
ween all booking points) will be condensed into approximately 17,500 cards,
and when these have been run through the Audit Multiplier for calculation
of ton miles, full and comprehensive information for the year is readily
available.

Other work which has been transferred to the Hollerith is the com-
plete summarization of all expenditure and receipts, the compilation of
personal, etc., accounts (with balance summary cards) the Provident Fund
personal accounts (including the monthly calculation and accumulation of
interests on the lowest balance by means of the Audjt Multipiicr

1

voand
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various monthly tonnage and ton mileage statistics formerly compiled by
hand.
-

It is impossible to give anything in the nature of a comprehensive
account of the capabilities of the new machines in an article of this nature,
but it is sufficient to say that with figures punched on a set of cards there
is no combination and grouping of these figures which cannot be achieved
at will through the control provided by the plugboard.

As more experience is gained in the operation and application of the
machines it is anticipated that they will be called upon to undertake an
increasing amount of statistical and accounting work.”

REGISTRATION OF WASTING ASSETS.

The Bulletin also contains an interesting note on the subject of the
Registration of Wasting Assets and particularly the methods by which the
wasting assets of railways are scheduled and their history recorded. On
the Kenya and Uganda Railways wasting assets scheduled as coming within
the operations of Renewals Funds are recorded generally in the following
form :—

(a) Full description of asset, including requisition and maker’s
number, etc.

(b) Class of asset and asséssed economic life.

(¢) Original cost and reference to authority under which pur-
chased and funds from which the cost has been met.

(d) Date of installation.

(e) Assessed cost of replacement.

(f) Annual contribution to Renewals Funds arrived at by dividing
the “replacement cost” by the assessed economic life.

This information represents minimum requirements only, additional -in-

formation such as maintenance and repair costs, etc., being added where
such is considered useful.

Tl‘{e wasting assets registers maintained by Departments other than
the. Chiei Mechanical Engineer’s Department are in loose leaf book form,
which are subject to the usual safeguards.

The registers maintained by the Chief Mechanical Engineer, which are
the subject of this article, consist of cards, each asset having a card which
contains all relevant particulars. Each class of asset has a distinctive
class code number which is indexed and cards for individual assets are
compiled by classes and sorted in qrder of year the assets are placed in
service. Coloured cards are sorted at each class of asset, such cards giving
the following information :—

(a) Particulars of assets, life expired and due for renewals at 1st
January of each year.

(b) Particulars of assets falling due for renewal during the current
year.
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(¢) Particulars of assets falling due for renewal during the follow-
ing year.
(d) Particulars of assets due for renewal during the year follow-
ing that shown in (c).
This information ensures that assets w}:nich have reac.hed their ass§s§ed
economic life are scheduled for examination with a view to determining
whether such assets should in fact be replaced.

Particulars of any asset can be readily obtained by means cc)‘f a c:ta)rd
index of registered numbers which shqws tl?e class anfl as.setd carh. Cx;‘um ef
of the asset required. A Master Register is also mamtam; \lw 1 : sumt
marizes all transactions, and the total renewal value 'of each class ol aslse
as contained on the individual cards must agree with the renewal value
shown in the Master Register.

As assets are withdrawn from ser‘vice after completiog of thet :eces(i
sary documents authorising their withdrawal, .the car..shéxre 's.n maprc;d
#Dead”, details entered on the card of the authority for wit fravt.x dgtO d
the proposals for replacement, when the cards are then transierre
“Dead Asset Cabinet”.

It will be readily seen that there is a definite continuity of the r';co;;d—
ing of Wasting Assets forming a detailed history of all assets whether
“alive” or “dead”, which is of considerable value.

WEIGHT PER PASSENGER.

ot the Cambridge University Railway Club
Mr gl E rﬁce&ta“:‘z;tlﬁra:gf Mechanical 'Engineer, 'Southern.Railway, said
hl' i tl.e (;1(1 days the average dead-weight of railway rolling s.tock was
o ; t gr passenger, whereas the modern corridor train repre-
mughly. c}n/ . 1PS cwt. per passenger. In luxury vehicles of the Pullman
sented rough 5}'1 ose t.o 1V to 2¥: tons, and in Continental sleeping cars
type the weig { rose ( per passenger.  He added that the hauling power
O e et be eight to one compared with 25 or 30 years ago, and pro-
r?q.mred muStb emzfie for increased wind resistance afld higher average
vision h ; 1d be pointed out that efforts are now being made to refiuce
Zpezd;eiglits t?yu the igtroduction of lighter materials and such principles
ead-

as articulation.

AMERICAN RAILWAY ACCOUNTING OFFICERS’ MEETING.

Accounting Officers’ Associatfio: which Rh{f

i ssision of the Association of American KRail-
Toad becor;e'tthesgidcoxtrllr:elzggl):tqstfe Atlantic City during June 2-4. Mr.
roacs ;:}1 :hse chairman, in the course of his address referred to tbe
‘F. J t ncé of carefully weighing the subjects which come be?orc the Rail-
1mp01‘;\a untants. He said: “when we complete our audit of the accounts
::c{ aszgfnble thé figures in the prescribed form and send them, have we
performed our duty? In my opinion my answer 18 "no”. The Accoun:

ing Departments of these railroads are a ventable storcho e 0 7

The American Railway
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—which we should present to those in our organis.ati.on charged with ths
duty of getting the business and those whose duty it is to transport it an
maintain the railroad and equipment on the way, give real .data to our
various departments upon our own initiative, we not only bu:l.c% ou(;' }(‘)wn
prestige but usually increase our net. The executives of ou(;: railroa 1 av?
a great responsibility resting on them and we can by extending our know

ledge of the facts and figures, be of great assistance to them(.1 nA one (liae;
cent. increase in revenue to all railroads means 40,000,000 dollars an

decrease of 1 per cent. or one point in the operating ratio means an increase
in the net income of 40,000,000 dollars. N
ry in the Accounting Department as tt 1s
in the Mechanical Departments and we should be sufficiently “Dollar
conscious” to perform our accounting within a reasonable budget and to

measure our cost of doing the work in an effort to simplify the accopnting
and reduce the cost. In conclusion he recommended for consideration:—

(1) A continual review of
(2) A persistent effort for more economical methods.

(3) Continuance of cooperation with Federal and State Authorities
in simplifying reports and record-keeping.

4) «Dollar-conscious” in Qlanning our work.

(5) More round-table meetings.

The Vice-President, Mr. E. H. Bunnell, delivered the principal address
which reviewed the new objects developed . by the Association since its
absorption into the organisation of the Association of American Railroads.
He emphasised the importance of meetings and the work accomplished by.
the different committees working under the division. He specially drew
the attention to the possibility in the reduction of the cost of accounting
for freight revenue by the proposals put forward by the Freight Com-
mittee, iz, the use of combination forms in the way-billing of freight,

1.e.,

Research is just as necessa

all accounting classifications.

(1) To carry a Manibill form the information contained on the
B|Lading, the Way-Bill and the Freight-Bill.

(2) The consolidation of Division Sheets and uniformity of divi-
sion publications.

(3) The adoption of road to road per cents. in the apportionment
of revenue on the lLcl. interline way-bills.

(4) Limiting the number of audits on interline freight accounts.

He protested against the tendency to a mechanical and an unduly expensive
performance resulting from inflexible rules expressed in set forms. No
matter how perfect the language of an accounting classification, he con-
tinued, the question of its interpretation is important to ensure a full review
of any suggested changes or interpretations of the accounting classifications
which govern the procedure. A Contact Committee has been constituted
to consider queries in conjunction with the Bureau of Accounts of the
Interstate Commerce Commission. Mr. Bunnell appealed to all the railway
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accounting officers to take the initiative in assisting in reducing the overhead
expenses, particularly in the interroad accounts and settlements in the
methods and practices of accounting and in a thorough and critical review
of all the so-called paper work, consisting principally of reports and statis-
tics compiled for managerial purposes. In conclusion he submitted for the
carnest consideration of the Railroads the following programme :—

(1) Develop a complete budget system to control so far as possible
both income and outgo.

(2) Organise a special commitiee to analyse all controllable costs
and keep management informed with respect thereto.

(3) Review of forms, records, reports, statistics, etc., to the end
that the most efficient methods of compilation be used and
unnecessary reports eliminated.

(4) Develop the possibilities of increasing efficiency with lower
costs, by centralising under the Chief Accounting Officer the
control and production of records, accounts, and statistics, also
the destruction of records.

(5) Review the effective classification of accounts prescribed for
railroads and develop changes if any to simplify the procedure
and make the accountant more adaptable to the needs of
management and the public.

There were also addresses by Hon'ble Murray W. Latimer, Chairman, Rail-
road Retirement Board on “The Railroad Retirement Act”; O. J. Rider,
General Accountant, the B. & Co.  Railroad Company on “Some Suggestions
in connection with Accounting under the Present 1.C.C. Classifications”;
Hon'ble Harry Bacharach, President, Board of Public Utility Commissioners
State of New Jersey, on the “Impdrtance of Accounting of a Public Utility
Commission’; T. H. Seay on “Interline Freight Accounting”; H. J. Waltker,
Auditor of Disbursements Pennsylvania Railroad, on “Social Security Un-
employment Compensation Problems”. The rest of the proceedings con-
sisted of the consideration of the reports of the several committees func-

tioning under the Accounting Division.

RAILWAY ROLLING STOCK PROGRAMME FOR 1938-39.

The full details of the Rolling Stock Programme of the Indian Rail-
ways for 1938-39, as approved by the Railway Standing Finance Committee,
Tune 29, 1937, are now available. The rolling stock position of the Capital
i)mgramme is dealt with in advance of the rest because delivery of rolling
stock cannot be generally obtained till after a considerable time from the
date of which orders are placed. This varies from about 9 months in case
of wagons to 18 months in the case of locomotives. To ensure railways
obtaining in sufficient time the rolling stock required to carry the anticipated
traffic orders have to be placed very considerably in advance. The pro-
gramme, provides, subject to changes in prices for a total expenditure of
Rs. 4,05 '38. lakhs for replaccmcnt of locomotives, boilers. carriages” and
wagons which have outlived their economic lives, and on which further
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repair _and maintenance charges are prohibitive. The distribution of the
expenditure proposed and approved is as follows :—

| Capital Depreciation Total
‘ : Fund
(In lakhs of rupees)

Locqmotives < . 274 90.62 87.88
%rnages . 3919 o 98 81 1,38.00
agons .. 30.79 1,21.91 1,52.70
Total .. 67.24 8
Add expenditure from Ordinary 31134 378,58

Revenue P 26.80

B i ' ‘ 3 ‘.‘ ‘
i 4,05.38
‘ Locomotives,

The Railway Board propose to purchase duri |

. ¢ nng 1938-3 ¢

engines and 33 Metre Gauge engines on replacemint acco?z,nfz ?m:dta(;:a:(it
of Rs. 52.63 lakhs (net) for the following failways — mar

Broad Gauge )
B.N. Garatt Type No. Cost Rs. (in lakhsl
EL WM. 2464 (modified XV) S 88
M.SM. X.D. S 657

. *e 10 13.21

Metre Gauge 24 35.33
B.N.W. YB 4.6.2
B.B. & C.I. 4-4-4 Passenger Tanks . 4 344

(5000 lbs. Tractive Effort) ' .
R. & K. BESA. 10 5.50
S.L Tanks with 12,500 1bs. Tractive Effort . 1(3) ggg

——

. .
Cost of 4 engines on B.N.W. Railway is Capital. '

Of these, the locomotives for the BB.. & C.I. Railway will be manu-

factured at i
their own workshops at Ajmer. In view of the instability of

the market and j i i
d increasing prices and the necessity of immediate action,

for 10 W.M. locomotives, and
Finance Committee.

The provision for locomotives also includes a sum of Rs. 33.09 lakhs on

account of 162 boilers (80 Broad G
auge, 67 Met
auge) to be purchased under replacement acco?x;: Gavge and 15 Narrow

this was approved by the Railway Standing

*

Carriages.

A .
Rs. 1,241:?0“?:“;:1':; ge;,. the total amount provided in the programme is
W .xch Rs. 3919 lakhs is under Capital Account,
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Rs. 98-81 lakhs under Depreciation Fund and Rs. 26-80 lakhs under Ordi-
nary Revenue. Except for a small amount of Rs. 13-12 lakhs the entire
provision is on replacement account. Exclusive of throw-forwards, carri-
ages to be built on old underframes and inspection carriages are expected
to cost Rs. 1,14+47 ltakhs. The stock contemplated comprise 365 Bogies
and 65 four-wheelers, which provide for upper and lower class and
Miscellancous coaching stock.  The bulk of the expenditure will be in
respect of lower class stock. The details are as follows:—

No. Provision

Bogie. 4 Wheeler. Rs. in lakhs,
Upper class carriages 17 1176
Upper with Inter andor 11T class accommodation. 2 20-81
l.ower class carriages .. 276 58-75
Miscellaneous coaching stock .. 20 63 1315
Total .. 365 65 1,14:47

With the present equipment of engines and coaching stock the railway
administrations find it impossible to run short fast services profitably with a
small paying load. They have accordingly proposed to purchase Rail Cars
which offer special advantages darising from low operating costs, high speeds
on tracks which limit locomotive speed, rapid acceleration and deceleration,
facilities of way-side halts, quick turn-round at terminals and the greater
average daily mileage. There are already six Broad Gauge Rail Cars in
service on the M. & S. M. Railway and one Narrow Gauge car on the
G.1.P. four Broad Gauge and two Metre Gauge cars are due for delivery
on the S. I. Railway. Provision was made in the present programme for

their introduction on the following railways :—

Rs. lakhs.
B.B. & C.I. 2 Broad Gauge Diesel light units 3-00
E.B. 8 " units Self-propelled Rail Cars 9-60
4 Narrow Gauge units .. 120
N.W. 12 Broad Gauge units—Rail Cars .. 1300
R
2680

tanding Finance Committee have appproved of the pro-

The Railway S -
E.B. which has been postponed.

posals except those for the
Wagons.

The Wagon stock programme for 1938-39 provides for a total expendi-
ture of Rs. 1,52°70 lakhs of which Rs. 30°79 will be under Capital and
Rs. 1,21°91 under Depreciation Fund. In January last the purchase of
2,000 General Service wagons at a cost of approximately Rs. 85 lakhs was
sanctioned. In view of the increasing price of steel and the protracted and
uncertain delivery conditions, the Railway Board entered early this vear
into contracts with Tndian  Wagon  building tirms 1o b [ IO
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6,095 Broad Gauge General Service Wagons during the year 1937-40. Of
this 2,095 are for delivery during 1938-39 at a cost of Rs. 10383 lakhs.
The balance of the provision for the year will be spent on Non-pooled
Broad Gauge stock, Metre Gauge General Service and Miscellaneous Wagon

stock,

INSTITUTE NEWS.

The following gentlemen have been elected by the Ballottmg
Committee to the class of membership indicated :—
Associate Membership—
Mr. Lionel Clarence Harper, Trav. Inspector of Accounts,
A.B. Railway, Chittagong.
Sarojaksha Dutt, Clerk, Budget Section, A.B. Rail-
way, Chittagong.
Krishna Gopal Lahiri, Clerk, Budget Section, A B.
Railway, Chittagong.

Upendranath Das, Hd. Clerk, Worksh
Office, A.B. Railway. shop Accounts

, Ram Pado Banerjee, Jr. Accountant, A.
Chittagong. 5 Rallway,

» 1.S.J. Weir, Inspector of Pay C
y Clerks, B. N. Rail
» J. Jagannadham, Stock Verifier, B.N. Raxlwayéu W&Y

-

’

"

i
.

Studentship—

Mr. Suraj Prakash Sahni, Prob. Assistant Auditor, A B
Railway. it

» Santosh Nath Ghose, Clerk, A. B. Railway, Chitta-
gong. ’

RAILWAY STATISTICS

ADvaANCE GRANTs FOR GENERAL PURPOSES Stores For 1938-39.

The advance allotments for stores purchases restricted to direct Eng-
Jish purchases and of imported stores arc made to enable railway adminis-
trations to forward indents so as to cnsure the timely supply of stores
required for the financial year 1938-39. The expenditure on this account
has been estimated at Rs. 1,25 lakhs as compared to Rs. 1,10 lakhs for

1937-38.

Tapir 1—TEN DAYS APPROXIMATE Gross EARNINGS OF ALL
STATE-OWNED RAILWAYS.
1936 1937
(Inlakhs  (In lakhs

Period.
of rupées) of rupees)

Ten days ending 10th April .o 2,59 2,77
Ten days ending 20th April o273 2,75
Ten days ending 30th April .. 278 2,84
F en days ending 10th May .. 2,60 2,69

2,56 2,69

Ten days ending 20th May
Eleven days ending 31st May .. 267 3,01
Ten days ending 10th June 2,39 2,60

Ten days ending 20th June 2,34 2,51
Ten days ending 30th June o219 2,49
Ten days ending 10th July AR 2,36
Ten days ending 20th July ..o 2,06 2,23
Eleven days ending 31st July .. 2,18 2,40
Ten days ending 10th August .. 194 2,06
Ten days ending 20th August .. 205 2,13

2,22 2,34

Ileven days ending 31st August .2,

10
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CURRENT PERIODICALS,

Incorporated Acoountants’ Journal, Vol. XLVIII—
The Meaning of “Free of Income Tax”, p. 236; Specimen
Forms of Acoounts, p. 240; Methods of Fraud, Lecture by
Mr. Sydney M. Caldwell, A.C.A., p. 301; The Design of

Accounts, p. 348.

Accountant, Vol. XCVI—

. Valuation of Stock-in-trade or Inventories, E. R. M. DePaula,
O.B.E., F.C.A., p. 488; The Control of Overheads, p. 510;
Some Reflections on the Evolution of the Professional
Practice of Accountancy in Great Britain, E. F. Jeal,
B.Sc., B.Com., A.C.A., p. 521; The Position of Auditors in
India, p. 570; American Utilities and Asset Values, p. 610);
Lithographed Signatures on Cheques, H. C. F. Holgate,
p. 621; Balance Sheet Reform, p. 718; The Statute of
Frauds and the Doctrine of Consideration, p. 745 ; London
Transport Finance, p. 755; Office Organisation VIII, C.
Ralph Curtis, p. 815; Tihe Treatment of Depreciation, the
Policy of Reserves, and the Valwation of Stocks, J. Ford,
C. A, p. 837; Disclosure in Published Accounts, Har-
greaves Parkinson, B.A., B.Com., p. 873; The Availabi-
lity of Reserves for Dividend, p. 894 ; The Auditoy’s Report
p. 916; Measuring Manufacturing Efficiency by the de:
ing Account, p. 911; Business Control and - Management,
H. A. Sisson, O.B.E., M.A,, F.CA,, p. 912.

Modern Transport, 1937—

March, 20.-—Ministry of Transport—No. 1.—An Outline of
Its Functions, A. E. Kirkus, O.B.E, p. 6.

March, 27.—Ministry of Transport—No. 2.—Its Control
over the Railways, A. E. Kirkus, O.B.E.; Railways and
Road Charges, Sir Josiah Stamp, p. 10.

April, 10.—Road Transport and the Railways, Ashton Da-
vies, O.B.E,, p. 3; Muustry of Transport—No. 4—Road
Construction and Accidents, A. E. Kirkus, O.B.E,, p. 9.

April, 17.—South African Transport Conference, p. 5.

April, 24.—Transport in 1936, R. Bell, CB.E, p. 7.
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June, 19.—Industry and Transport, H. R. Caulfield-Giles,
p. 14; Efficiency in Transport—Effect on Production and
Distribution, Gilbert Walker, p. 14.

June, 26.—Transport in Germany—DMeasures adopted for
Division of Traffic Between Rail and Road, p. 3.

Railway Age, Vol 102—
I.C.C. should be Independent, Senator Burton K. Wheeler,
p. 631; Costs to Control Competition, Arthur F. White,
p. 677; Freight Car Maintenance Organised, K. F. Nys-
trom, p. 755; The Modern Purchasing and Stores Depart-
ment, G. O. Beale, p. 788; Mass Methods in Accounting,
G. J. Bunting, p. 867; Accountants Hold Convention, p.
973; Interline Freight Accounting, T. H. Seay, p. 1023,

Proceedings of the Academy of Political Science, Vol. XVII,
January, 1937, No. 2—

The Relation of Airways, Highways and Waterways to the
Natiow's Transportation System, Willlam James Cunning-
ham, p. 5; The Changing Position of the Railroads, Fre-
derick E. Williamson, p. 15; Labour Relations in the Ratl-
road Industry, LUloyd K. Garrison, p. 27; Industry’s
Interest in the Railroads, Virgil Jordan, p. 36; Discussion:
Railroads and the National Economy, Winthrop M.
Daniel, p. 46; Restrictive Legislation, Rates, Wages and
Taxation, Robert V. Fletcher, p. 53: Competition Within
“and Without the Railroad [ ndustry, Thomas F. Wood-
lock, p. 00; Railroads—Management and Financial Poli-
cies, Henry S. Sturgis, p. 79: The Investors’ Interest in
the Railroads, Sterling Pierson, p. 88; Discussion: The
Railroad Situation Critically Analysed, Carson S. Dun-
can, p. 96: Transportation Problems and Suggestions
Toward a Constructive Solution, Joseph, B. FEastman,
p. 103; Consolidation and Co-ordination Problems, Samuel
T. Bledsoe, p. 114; Aspects of the American Railvoad Pro-
blem, Thomas W. Lamont, p. 127.
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It is an awful bother
—a thela, 2 pullock
cart, a lorry, @ host
of coolies—to handle
a consignment.

Let E. B. R, do it
for youl

You will see that
you not only save
yourself  all the
worry that it entails
—but that you save
in transpost expens-

es too.

Post Card or a Phone Call
brings E. B. R. to your door

W HETHER it is your luggage, parcel, or goods to be
booked from or to Calcutta (Sealdah), the Eastern
Bengal Railway undertake to collect from or deliver
anywhere within the limits of Calcutta and neighbour-
hood—be it your place of business, the factory, the
godown, OT EVED the private residence

Charges for this Service
are nominal

fk Luggage and Parcelsi—
3 annas per maund or part
of a maund.

¥ Goodsi—from 1 anma to
2 annas 6 pies per maund
according to distance
from Sealdah.

Further particulars available from
the Station Masters ; City Booking
Offices throughout Calcutta; the
Publicity Bureau, 3, Koilaghat
Street, Calcutta (Telephone:
Regent 704) ; or

The Carrying Agents 4
28, Pollock Street, CALCUTTA.

(Phone: Cal. 928)
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SAXBY & FARMER «npiv LIMITED

RAILWAY SIGNALLING AND BRAKE ENGINEERS

RAILWAY SIGNALLING

POWER—Pneumatic and All Electric.

BLOCK INSTRUMENTS—Style L and Neales.

MECHANICAL IN TERLOCKING—Lever Frames and
Signal Fittings.

RECTIFIERS (Westinghouse Type).

BATTERIES—A. D. Cells.

VACUUM BRAKES
ALL TYPES USED ON INDIAN RAILWAYS MANU-
FACTURED IN OUR SHOP AT ENTALLY.

CALCUTTA
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SR ERNEST BURDON, K.C.S.L, C.LE., 1.C.8.
B.N. MITRA

Vice-Presidents
J.H.BAVIN
. A.E. W.JERVIS

Fellows of Council

C.S. AYYAR DiwaN Bananur
D. C. CAMPBELL R.SUNDARACHAR!
P. MOHAN RAU V.S.SUNDARAM
H. C. NORBUR R. W, F. BUTTERFIELD
T.S. SANKARA AIYAR
. Members of Coungil
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D.R. CARMODY S.R. G
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P. K. SARKAR . DRA IYER

Associate Members of Council
I. J. BATLIWALA L. V.GOPALAN
P.R. PILLAI K.RAMACHANDRAN
Committees of Council
Finance
T.S.SANKARA AIYAR P. MOHAN RAO
V. K. PILLAI C. SUBRAHMANIA AIYAR
Balloting

C.S AYYAR G- D. LAURIE Diwax Banaous
"H.BAVIN MGHAN RAU .SUN Yo
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Secretary
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RAILWAY ACCOUNTS & FINANCE

The Editorial Management of * Railway Accounts and Finance ” is vested in
the Fditorial Board of the Council. The Institute and the Editorial Board are not
responsible for the statements made or for opinions expressed by individual authors

or speakers.
Editorial Board

-

.V.IYE
Chief Auditor & Acctt., M &S. M, Ry.

B.N. MITRA T.S. SANKARA AIYAR,
Director of Rat'l'wav Audit. Direcior of Finance. Ry, Board.
C.S. AYYAR, P. MOHAN RAU

Chief Auditor, G 1. P, Railway.

L.A. NATESAN,
(Secretary).

Chief Accounts Officer, E. 1. Railway.

V.S.SUNDARAM,
Controller of Arcounts, Ry. Board.

. Editorial communication and books and periodicals for review should be ad-
«;msudcw th‘e.. Secreury. Institute of Railway Accountants and Auditors, Post Box
u lo'l
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